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To THE EDITOR OF THE RAILROAD GAZETTE: 

I bave read with some feeling of interest, but, I must 
frankly confess it, more of disappointment,the series of arti- 
cles on ‘‘ Instruction to Section Foremen.” The subject is 
one that bears writing about, but such writing should be a 
communication of thought and not a display of egotism and 
constant slurs and reflections upon road masters generally. 
Your correspondent throws down the gauntlet of practically 
trained brute force. I would meet it with that of education, 
and it is in behalf of scientifically trained roa d-masters who 
have never been compelled by stern necessity to the use of 
pick and shovel.that I beg leave to say a word. On one of 
the great railroads ofthe United States all new road-masters 
are being appointed from a corps of graduates of scientific 
schools. These men undergo an apprenticeship to fit them 
for the position, The apprenticeship acquaints them not 
only with the actual work on track, road-bed, etc., but also 
familiarizes them with the different accounts. Men so edu- 
cated succeed admirably, and there is no such shirking of 
their work as your correspondent complains of in his last 
paper. I can call to mind half a dozen or more road- 
masters premoted from a _ foreman’s position who 
have made aé_e grand success. One of the best 
I know of was a man who had nothing 
but an ordinary education ; who never did any work about 
a railroad until he was appointed road-master. He was made 
of superior clay. Such cases are rare in the extreme. On 
the other hand, in the last eight years I have had direct in- 
tercourse with over 150 foremen. I made each man a study, 
A large percentage of them were very good men—as good 
as can be found anywhere. But none of them would make 
me an ideal road-master ; and why? Simply because they 
had a perfect understanding of track work and its details 
and nothing more. Now, onaroad of any importance a 
successful road-master needs higher and hetter qualifications 
in addition to these. He it is who comes into direct contact 
with the people. He needs powers of close observation, a 
retentive memory and gentlemanly address, for in addition 
to his track duties, he has what might be termed a diplo- 
matic mission to perform. Nothing so well fits a man for 
this as a technical education. Everything else equal, that 
superintendent who has the best trained corps of subor- 
dinates will succeed best. It has been demonstrated practi- 
cally that good road-masters can be made out of college 
graduates, and so long as this state of affairs lasts, I say 
appoint road-masters from such men, instead of from fore- 
men of sections, ninety-nine out of every hundred of whom 
have only a very rudimentary education. REA. 

TYRONE, May 21, 1883. 


Train Rules 
Iil. 
(Copyright, 1883, by the Railroad Gazette.) 

The following three general rules may be classed among 
those made chiefly for uniformity (b), thougb the first two 
come partially under the ‘‘preliminary” class (a), and the 
third may also be called a ‘‘commonplace” subject (class c). 

9. Each employé controlling other employés must see 
that those under him work economically and faithfully, and 
must report to the proper officer any lack of belp. 

10. Whenever any person is engaged foror discharged 
from the regular service of the company, his name must be 
at once reported to the Division Superintendent by the per 
son so engaging or discharging. But this rule (10) does not 
apply tothe hiring or discharging of laborers in the road 
department, or of persons employed exclusively in the shops. 

11. Smokiny ou the passenger trains or engines, or in or 
about the passenger stations of the company, is forbidden; 
except that employés riding as passengers will, as to this 
rule te treated the same as other passengers. 

The rule [have numbered 9 must be mainly correct in 
principle, for it is found, in some shape, in a good many 
codes, thought generally in a very incomplete form. Some 
omit it entirely, and of those which have it, most address 
itto conductors only. One road cautions conductors in gen- 
eral terms regarding their responsibility for subordinates 
and then in much heavier type alludes to their responsibility 
as regards the use of turnouts, in a manner which would in 
dicate more or less.clearly that a conductor’s chief end in 
life should be the security of the switches connected with 
the side-tracks he uses. And yet many roads throws this 
responsibility chiefly upon the station-men. Another road 
makes conductors look after station employés : and trains 
and stations being about all there is to a railroad, it was 
perhaps thought unnecessary to mention responsibility to 
any one else! The Scripture truth about the impossibility 
of serving more than one master must present itself rather 
forcibly, though, to the station-men, unless the number of 
trains, and consequently of “bosses,” is small. No argu- 
ment is needed to justify the presence of this subject among 
general rules, and the last clause of the rule, though not 
often seen, seems to the writer to be nothing more than the 
natural filling out of the opening sentence. 

The tenth rule would, on some roads, save considerable 
work as compared with the prevailing mode of gatherin& 
the information referred to. It is, however, a rule that is 
independent of all others, and can be dropped where the 
system of management is such that it is unnecessary. 

Smoking (rule 11) is pre-eminently one of the things in re- 


gard to which every employé ought to know how to behave 
without being told; but so long as they don’t or won’t, au- 
thority must speak on the subject. The prohibition of 
smoking in shops or other places controlied by the company 
seems, however, to be out of place in the rules of the opera- 
ting department. The last clause is one not often seen, but 
without it the rule is quite sure to be constantly broken hy 
employés when they ride in smoking cars. 

Politeness is also one of the matters which, in the mille 
nium, can be safely left to employé¢s, allowing each to be a 
Jaw unto himself; but which at the present day seems to be 
one of the first things necessary to be ‘‘ enjoined,” judging 
by the average code. Some companies, though, seem to re- 
gard it necessary to address, on this point, only the most 
uncivilized (?) classes of their servants, one mentioning it 
only to station agents, others to conductors only; while une 
reserves the distinction for passenger brakemen only. A\l- 
though there is nothing very graceful in commending this 
virtue to one who already practices it, it is better to put the 
subject in general rules than anywhere else, if it is to be 
mentioned at all; and a brief rule is, probably, as good as 
any of the wordy ones we sometimes see. The subject is 
too broad for treatment in any one paragraph or any one 
page; and if one attempts to touch upon particular phases 
of the question he is quite likely to stop st the wrong point, 
and so the writar advises, in the interests of a wise conser- 
vation of paper and printer’s ink, a one-line rule, viz. : 

12. Perfect politeness is required of every employé. 

The initial adjective may, indeed, savor somewhat of the 
unattainable ideal, but I see no danger of setting the stand- 
ard too high ; and, on many roads, the above wording is 
necessary in order to enable the companies to fulfil the 
promises made to the public by their general passenger 
agents ! 

Of the imperative rules (class d) which we always think 
of first, but which in our present arrangement naturally 
come last, the following three seem to be the only ones that 
belong in the general rules. 

13. The word train in these rules means any engine, 
car or other vehicle or collection of vehicles that may 
be run over the road, except hand-cars, 

14. See appendix, page — for grades of trains. 

15. See appendix page — for explanation of signals. 

Rule 13 is not very widely used, but where it is in force 
many unnecessary words, in telegrams and elsewhere, are 
avoided. 

As has been intimated, the signals and grades of trains 
should be treated of in a prominent place by themselves ; 
but for our present purposes it will be well to consider them 
here, as reference will be made to them further on. 

Signals, in the nature of things, mnst be pretty well under- 
stood, if understood at all, and all we have to do with them 
here is, perhaps, to arrange the statement of them. What 
signals to use is a question that comes up at every turn, 
but all we can now do is to select some one code and stick to 
it. I must confess, however, that the use of white lights on 
an engine as a signal seems wrong in principle, and 1 have 
accordingly selected the code of a company that does not 
use such. Two colors, red and blue (or green), certainly 
ought to be sufficient where every station has its telegraph 
office, and in view of the fact that flag signals on engines 
are coming to be largely useless, except to trackmen. 

Many codes omit hand signals, and nearly all mix in a 
little foreign matter (by way of seasoning), such as directions 
to conductors about tail lights, trackmen’s orders, ete. 
Most codes show no greater faults of arrangement than 
these, though one or two (of prominent lines) I have lately 
seen have, really, no explanation of signals, as such; the 
more important ones being inserted at such places in the 
rules as the compiler happened to think of them apparently. 
One for instance has about thirty rulesin all, local and 
general, the signals being referred to in numbers 5, 13, 25; 
another ‘‘skips around” from 2 to 11 and 17, the interview- 
ing paragraphs touching upon all sorts of subjects. 

The grades of trains ought always to be explained, if only 
for the sake of consistency. Many codes hint at different 
degrees of importance, as regard different trains, as though 
some sort of classification were well understood at head- 
quarters but fail to give any definite explanation of the 
standard used. 

In the subjoined code the aim has been to define all 
train signals (i. e., all that are regarded worthy of mention 
are defined here, not left to be brought in elsewhere), stat- 
ing exactly what the signal means, and to omit everything 
but these definitions. 

SIGNALS. 

(a) The arm extended upward means that the person giv- 
ing the signal desires or commands that the train pro- 
ceed on its way. 

(b) A sweeping parting of the hands is adirection for the 
train to be moved from the person giving the signal. 

(c) A beckoning motion with one hand isa direction for 
the train to be moved towards the person giving the sig- 

(d) on motion with botb hands—the hands being 
brought toward each other—is a direction for the train 
to be moved toward the person giving the signal, and 
indicates that the speed must be kept under control. 

(e) One or both arms extended horizontally, at right angles 
to the track, and then dropped, signifies to stop. 

(f) A light raised and lowered is a signal to move forward. 

(g) A light swung likea pendulum at right angles to the 
track, is a signal to stop. 

(h) A light swung in a complete circle is a signal to move 
backward. 

(i) A signal consisting of one short blast of the whistle 
means to stop, to apply brakes ; 

(j) Of two short blasts, to move forward, to loosen the 
brakes ; x 

(k) Of three short blasts, to move backward, 

() A signal consisting of four short blasts of the whistle is 
to call in rear brakeman who may be out with signal; 

(m) Of = short blasts, signifies that the train has sep- 
arated: 











(n) Of one long blast (four seconds) is to call in forward 
brakeman who may be out with signal; 

(0) Of two long blasts (three seconds each), when train is 
about to stop or has done so, orders out rear brakeman 
with signals, 

(p) A white flag sifinifies that the track is clear. 

(q) A red flag in the daytime or a red light at night is a sig- 
nal to stop ; when exhibited on the front end of a train 
indicates that another train is to follow which has the 
same rights as the train bearing the red signal, and 
which is to be considered as of the same class as the 
bearer of the red signal. 

(r) A green flag in the daytime or a green light at night ex- 
hibited on the front end of a train indicates that another 
train is to follow which will keep out of the way of all 
regular trains. 

(s) One, two and three strokes of the gong on the locomotive 
signify, respectively, the same as one, two and three 
short blasts of the whistle. 

(t) Torpedoes are to be placed on the rail (to warn engine- 
men to stop) whenever there is any chance that a flag or 
light will not be seen. 

CLASSIFICATION OF TRAINS. 
First class is the highest class, second class next and soon. 
Unless otberwise ordered reguiar express passenger trains 
shall be first class trains; regular accommodation passenger 
trains, second cluss; extra passenger trains, third class; 
regular freight trains, fourth class, and all other trains, en- 
gines or vehicles running over the road, fifth class. 


Computing Frog Distances. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

The directions for computing frog distances in No. 3 of the 
“Instructions to Section Foremen” seem to me somewhat 
liable to mislead. 

The rule given is only practically correct when the curve 
of the turnout commences at the bead of the switch, This 
can be accomplished by using a different length ef switch 
rail for each number of frog, necessitating the cutting of 
rails, or by making a different throw of switch for each num- 
ber of frog. In practice both of these are found to be objec. 
tionable. 

The length of the switch rail, then, is an important factor 
in determining the frog distance, and for this reason it is 
customary in frog tables to give the distance from the toe 
of the switch to point of frog. 

The better way to lay in turn-outs would seem to be to 
have a good table of turn-outs to refer to, but if for any 
reason these are not at hand, the position of the frog may 
be determined thus: 


A B 
Cc —-———- E 











First lay off A C equal to the length of switch rail, with 
the throw of switch B C (usually 5in.). Placing a pin at C, 
from A through C stretch a piece of twine and make it fas’ 
at E, say 50 feet from C. Now find by the formula given 
below the distance C ) and make I) F equal toC D. Then 
will F be the proper position of the frog point. Formula: 

C D = gauge of track — throw of switch x 

No. of frog x No. of switch. 








No. of frog + No. of switch. 

The number of switch can be found in the same way asthe 
number of frog, viz., by dividing the length of switch rail 
in inches by the throw of switch. 

Example.—With a switch rail 20 ft. long, gauge 4 ft. 81¢ 
in., and No. 9 frog, required the position of frog. 

Here the switch angle = 20x 12+-5 = No, 48; 

and gauge of track — throw of switch = 4 ft. 3!¢ in; 

9x48 

then CD = 4 ft. 3!¢ in. x 





or 4 ft. 34g in. x 7} 4 = 382 ft. 


9448 
6in. Hence 32 ft. 6in. from C will be point D, and 32 ft. 
6 in. from D to where this distance meets the inside of rail of 
main track will be the point of frog. It will be readily 
understood that this rule applies to stub, split rail, guard- 
rail and street switches, it being simply necessary to find the 
switch number in the same way as we find the frog number. 

Half-way from the point ) to a line drawn from (' to I’ 
will be one position in the curve, or, in technical phrase, the 
middle ordinate. WATERMAN STONE. 





The Progenitors of American Locomotives. 





The full-page engravings which we give this week are 
copies of the original drawings of the engines represented 
which were presented by the West Point Foundry Associa- 
tion to the American Society of Civil Engineers, and are 
exhibited at the Chicago Exposition of Railway Appli- 
ances. 

The inscription in each of the engravings is copied from 
the original drawings, and gives the date when the engines 
were built. 

The “Best Friend” was shipped to Charleston and 
arrived there in October, 1830, and according to Brown’s 
History of the Locomotive, ‘‘continued to do the necessary 
work of the road, hauling materials, workmen, ballast, 
lumber, etc., used in the construction.” On June 7, 1831, 
its boiler exploded, being, it is said, the first locomotive 
boiler explosion on record. 

The “ West Point” was the second locomotive built for 
actual service. It was ordered from the West Point Foun 
dry, and constructed from plans sent by Horatio Alleu 
Esq., then Chief Engineer of the South Carolina Railroad. 
It arrived in Charleston in February, 1831. 

The locomotive ‘‘ De Witt Clinton ” was ordered by John 
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“THE BEST FRIEND.” 


Copy of Original Drawing of ‘‘ The Best Friend,” the first locomotive engine built for 


actual service on a railroad in the United States. Made for the South Carolina 





Railroad, A, D. 1880, by the West Point Foundry Association, 
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a “THE WEST POINT.” 
j Copy of Original Drawing of ‘‘ The West Point,’ the second locomotive engine built for actual service on a Railroad in the United States 
made for the South Carolina Railroad, A. D. 1830, by the West Point Foundry Association. 
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Copy of Original Drawing of the “De Witt Clinton,” the third locomotive exugine built for actual service on a railroad in the United 
States, Made foi John B. Jervis fo Realroad between Albany and Sel nectady, i. D. 1831, by the West Point Foundry Association, 
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LOCOMOTIVE TENDER. 
Built by the West Point Foundry Association. 
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B. Jervis, Chief Engineer of the Mohawk & Hudson Rail- 
road, and was the third locomotive built in America for 
actual service upon a railroad. It was built at the West 
Point Foundry and taken to Albany in the latter part of 
June, 1531, and was put upon the road and run by David 
Matthew. The first experimental trip was made on July 
5, 1831. 

A variety of illustrations of these engines bave been pub- 
lished, which differ materially from each other. The en- 
gravings herewith have the merit of being authentic, as they 
thave been made direct from tracings of the original draw- 


ngs. 


Exhibits at the Chicago Exhibition 
Appliances. 


of Railway 





The following is a classified list of the exhibits as given 
on an alphabetical unclassified list, which has been published, 
but appears in some respects defective : 

Brakes.—American Brake Co., St. Louis (automatic freight 
brake) ; Chas. T. Brown, Chicago (street-car brake aud 
starter) ; W. L. Card, La Crosse, Wis.; Edward Ebi, Cedar 
Rapids, lowa (automatic brake) ; Rote Automatic Brake 
Co., Lancaster, Pa.; Thos. Prosser & Sons, New York, 
(Eames vacuum brake); W. P. Widdifield, Uxbridge, 
Canada, (automatic [freight brake) ; Waldumer Electro- 
Magnetic Brake Co., Cincinnati, O.; Westinghouse Air Brake 
Co., Pittsburgh. 

Boiler Tubes.--W. C. Allison, Philadelphia ; American 
Tube Works, Boston ; Philip 8. Justice & Co., Philadelphia ; 
National Tube Works, Boston. 

Cars.—J. G. Brett & Co., Philadelphia; Edwin Chester- 
man, Philadelphia (street car); J. Hall Dow, Chicago; John 
Discey, Michigan City, Ind. (model of combined freight 
and stock car); D. Hoit, Albany, N. Y. (model of coal car 
and draw-bar); Harrison Postal Bag Rack Co., Fond du Lac 
Wis. (postal car); Industrial Works, Bay City, Mich. 
(steam shovel and wrecking car); La Fayette Car Co.,La Fay- 
ette, Ind. (nand car, push car and iron-laying car); Lorenz 
Patent Refrigerater Car Co., Hamilton, O.; E. B. Meat- 
yard, Lake Geneva, Wis. (iron and_ steel freight car); 
Michigan Car Co., Detroit; John P. Maher, Philadelphia 
(model of freight car); Milliken, Boyd & Co., Youngs- 
town, O. (dump car); Merchants’ espatch (refrigera- 
tor car); New York Live Stock Express Co.; North 
Chicago Railway Co. (street car); Geo. F. Oehrl, Belle Ver- 
non, Pa. (journal bearing and dust guard); Peninsular 
Car Co., Detroit; Ridgeway Patent Refrigerator Co,; Rail- 
way Age (exhibition car); H. T. Stock. Toledo, O., (inspec- 
tor’s car and hand car); St. Charles Car Co., St. Charles, 
Mo.; J. H. Strugnell, Toronto (model of combined stock and 
freight car); E. B. Sankey, Salem, Mo.; Texas Continental 
Transportation Co., Cincinnati (refrigerator car): Tiffany 
Refrigerator Car Co., Chicago; United States Car Co., Bos- 
ton (screw-lever dump car); Samuel C. Wiser, Chicago, 
(model of combined stock and freight car); N. Wheeler, 
Bridgeport, Conn. (passenger car); A. W. Zimmerman, En- 
glewood, Ill. (refrigerator car.) 

Car Fittings and Attachments,—E. J. Brooks & Co., 
New York (seals and locks); H. A. Banning, New York 
(brake shoe and car door); Beadle & Courtney, New York 
(alarm punch); W.S. Brewster, Chicago (seal and punches) ; 
Chas. Clarke, Detroit (car seals): W. G. Creamer & Co., 
New York; L. O. Crocker, East Bramtree, Mass. (ticket 
punches); Arthur Crouch. Rochester, N. Y. (compressed air 
buffer): Chicago Car Roofing Co.; Congdon Brake Shoe Co., 
Chicago; Denver Railway Car Brake Co. (car brake connec- 
tion); Empire Car Roofing Co., Chicago; J. H Fisher, Chi- 
cago (freight car door lock); Martin Graff, Terre Haute, 
Ind. (grain car door): Wm. Goldie, West Bay City, Mich. 
(brake shoe): W. Hill, Boston (ticket punches); Chas. L. 
Heywood, Boston (car steps); A. C. Hart & Co., Detroit 
(car trimmings); Johnson & Hartwell, Chicago (car door 
hanger): Johnson, Walter & Co., Detroit (car door bolt); 
Owen H. Jones, Hartford, Conn. (car ventilator); A. B. 


King, Chicago (grain door); D. M. Kirkpatrick, 
Kansas City (safety attachment for car trucks); 


Lewis & Fowler, Brooklyn, N. Y. (alarm passenger regis- 
ter); Samuel Laycock & Sons, Sheffield, England (rugs, 
hair coverings, etc.); Lyon Manufacturing Co., New York 
(door check); H. A. Mace, Scranton, Pa. (car steps); D. D. 
Miles, Aurora, Iil. (grain door); Theo. W. Morris & Co. 
(car glass): John J. McGrath, Chicago (lincrusta-walton); 
Pullman Door Check Co., Chicago; F. W. Quitman, South 
Norwalk, Conn. (sash holder and lock); E. H. Ridgway, 
Philadelphia (brake beam); Rubber Step Manufacturing Co., 
Boston: Standard Brake Shoe Co., Fort Wayne, Ind.; J. B. 
Slawson, New York (fare boxes); Silver Lake Co., Boston 
(bell cord, coupling, etc.): D. F. Van Lieuw, Aurora, II. 
(grain door); L. H. Webster, South Bend. Ind. (grain door) ; 
Western Sand Blast Co., Chicago (ornamental glass); Wales 
Manufacturing Co., Syracuse, New York (change and fare 
box for street cars): J. G. Wilson, New York (flexible 
blinds); Wheeler & Wilson Manufacturing Co., Bridgeport, 
Conn. (station indicator) ; Stephen Wilkes, Chicago (dining-car 
range); Yale Locko Manufacturing Co., Stamford, Conn. 
(car locks, seats, etc.). 

Car Couplers.—Avery Car Coupler Co, Lynn, Mass.; L. 
Aldrich, Sioux Falls, Dak.; Best Car Coupler Co., Denver, 
Col.: Bernard Bird, Buffalo, N. Y.; B. D. Buford, Rock 
Island. li.; C. J. R. Ballard, Orland, Cal.; Thos. Breen, 
Knowlton, Pa.: R. A. Cowell, Cleveland, O.: Francis 
Cordrey, Ft. Wayne, Ind.; E. S. Cram, Laconia, N. H.; 
Edward Casper, Colburnsville, Pa.; L. E. Darrow, Corning, 
lowa: J. P. Davison, St. John’s, [ll.: G. J. Edwards, Tip- 
ton, Mo.; Excelsior Life-Saving Car-Coupling Co., New 
York: Fitzzerald & Van Dorn, Lincoln, Neb.: Gifford Car- 
Coupling Co., Cincinnati; E. C. Galentine, Bourbon, Ind. ; 
Chas. Goodshaw, Louisville, Ky.; Simeon Garrett, 
Columbus, O.; L. Hatfield. Boston: W. Haw- 
kins, Waxabatchie, Tex.: Hilliard Car-Coupling Co., 
Kansas City, Mo., Wm. H. Heaverin, St. Louis, Mo.; 
Geo. W. James, Lima, O.; Daniel E. Kelley, Gaylord, 
Kan.; J. D. Kiely, Toronto, Can.; Henry Kroblen, Boone, 
fowa: W. A. Lovelace, Richmond, Mass.; John C. Look, 
Olathe, Kan.: Uriah Long, Papillion, Neb.; Lindsay & Mc- 
Cutcheon, Allegheny, Pa.: John H. Meredith, Surrattsville, 
Md.; H. Marcheter, Wallaceburg, Can.; C. E. Mark, 
Flint, Mich.; H. Mitchell, Boston; R. M. McKay, Chicago; 
Nirdlinger & Heath, Fort Wayne, Ind.; Wm. L. Nuckolls, 
Austin, Tex.: National Automatic Car Co., Camden, N. J.: 
Asa K. Owens, Lake Geneva, Wis.: R. Powell, Kansas City, 
Mo.: Perry Safety Car-Coupling Co., Chicago; J. J. Purs- 
ley, Wetmore, Kan.; George M. Robinson, Dubuyue, Ia.; 
Charles FI. Shippee, Wickford, R. I.: D. H. Sherman, Wan- 
kegan, Ill.: James B. Safford, Buffalo, N. Y.: Isaac L. 
Stover, Centralia, Ill.; G. Shelley, Wilkesbarre, Pa.: H. K. 
Sebring, East St. Louis, [ll.; John Scheidler. Coldwater, 
Mich. :; C. V. Tucker & Bro., Coolville,O.; Wise & Davis, 
Alton, Ill.: N. W. Watkins, Bellevue, Ia.; L. Wilkison, 
Scipio, Ind.; Wm. Zachringer. New Orleans. 

Car Seats, Seat Springs and Unholstery.—E. L. Bushnell, 





Poughkeepsie, N. Y.; Z. Cobb & Son, Chicago; Edwin 
Chesterman, Philadelpbia (seat and frame); Gardner & Co., 
New York; Hale & aeons, Manufacturing Co., Phila- 
delphia; N. N. Horton, Kansas City, Mo.; C. C. Mason, 
Altoona, Pa.; Marks Adjustable Folding Chair Co., New 
York: Rawhide Manufacturing Co., Boston; Richard & 
Dinsley, Chicago; Spanish American Curled Hair Co.; 
Wakefield Rattan Co., Boston; E. Yeoman, Chicago; C. R. 
Yandell & Co., New York (embossed Spanish leatuer). 

Car Stoves and Heaters.—Baker, Smith & Co., Chicago 
and New York; Bissell & Co., Pittsburgh; Collins & Burgie, 
Chicago; A. W. Herr, Chicago; J. H. Kaufman, Columbia, 
Pa. ; Reese Safety Car Stove Co., Pittsburgh; Salmon Water 
& Steam Heating Co., Boston; James Spear, Philadelphia; 
Union Brass Manufacturing Co., Chicago. 

Car Wheels.—Allston Car Wheel Co., Allston, Mass. : 
Allen Paper Car Wheel Co., New York and Pullman, IIL: 
R. N. Allen and Bowler & Co., Cleveland, O.; Baltimore 
Car Wheel Co.; A. A. Brooks, Eau Claire, Wis. (safety 
wheel); Boston Standard Wheel Co.; Baldwin & Doss, 
Kausas City. Mo.; Detroit Car Wheel Co. and Griffin Car 
Wheel Co., Detroit; Miltimore Elastic Car Wheel Co., Chi- 
cago: Paige Car Wheel Co., Cleveland: Ramapo Wheel and 
Foundry Co., Ramapo, N. J.; R. McD. Smith, Louisiana, 
Mo.; Thatcher, Lathrop & Co., Albany, N. Y.; Whitney & 
Sons, Philadelphia; Washburne Car Wheel Co., Worcester, 
Mass. (steel-tired wheels). . 

Draw-bar.—American} Continuous Draw-bar Co., Au- 
burn, Ind.; George Butler, Cincinnati; E. J. Burns, Dayton, 
O.: Cleveland Malleable Iron Co.; D. Hoit, West Albany, 
N. Y. (model). 

Electric Light.—American Electric Light Co., Chicago 
(Thomson-Houston system); Brush Electric Light Co., Chi- 
cago; Fuller Electrical Co., Chicago; United States Electric 
Lighting Co,, New York. 

Engineering Instruments.—Buff & Berger, Boston; Doug- 
lass, Thompson & Co., Chicago (photographic apparatus 
for engineers); L. Menasse, Chicago; L. R. Strassberger, 
Chicago: Young & Sons, Philadelphia. 

Fencing.—American lron Post & Construction Co., 
New York; W. C. Reicheneker, Denver, Col.; Washburn & 
Moen Manufacturing Co., Chicago; Western Fence Co., 
Chicago. 

Frogs, Switches, Switch Stands, ete.—Bowler &_ Co. 
Cleveland, (frogs); L. 8. Boomer, Chicago; Thomas Breen, 
Knowlton, Pa.; Clarke-Jeffery Switch Co., Chicago; 
Emley & Co., Indianapolis; H. & H. Elliott, East St. Louis, 
lll.; Gray Switch Co., Chicago: H. M. Harper, Elmira, N. 
Y., (switch levers and rods); Jersey City Iron Works; Mor- 
ton Frog and Crossing Co., Chicago; Ramapo Iron Works, 
Hillburn, N. Y.: Smith & O’Leary, Chicago; Standard 
Switch Co., Topeka, Kan.; O. J. True, Port Clinton, O.; F. 
C. Weir, Cincinnati; Wharton Railroad Switch Co., Phila- 
delphia; Wm. Wharton, Jr., & Co., Philadelphia. 

Injectors.—American Tube Works, Boston; Hancock In- 
spirator Co.. Boston; Schutte & Goebring, Philadelphia. 

Journal Bearings, Bowes, ete.—W. L. Clark & Co., Web- 
ster City, Iowa: Davis and Gratz. Philadelphia (journal box 
and dust-guard); Elkins Manufacturing and Gas Co., 
Philadelphia (metals for bearings); D. A. Hopkins, New 
York: J. A. Hamilton. New York (axle box); Leroy Journal 
Bearing Co., New York; Morris & McLane, Philadelphia 
(journal-cutting device); Gee. R. Meneely & Co., West 
Troy, N. Y.: Adolph Onslow, Jersey City, N. J.; Robin- 
son’s Standard Car Box Co., Cincinnati; Ramapo Wheel 
and Foundry Co., Ramapo, N. J. (oil boxes): J. J. Ryan 
& Co., Chicago: J. O. Scott, Tyler, Tex. (axle box); Thayer, 
Cargill & Co., Chicago; Winona Machinery Co., Winona, 
Minn. 

Lamps, Lanterns and Lighting Apparatus.—Bartlett 
Street Lamp Manufacturing Co., New York ; Goodwin Gas 
Stcve Meter Co., Chicago ; G. W. Hunt, Philadelphia (light 
for car steps); Hicks & Smith, New York ; Pintsch Lighting 
Co., New York ; Underhill, Osborn & Co., New York. 

Loesmotives.—One each from the Brooks, the Baldwin, the 
Cooke, the Dickson, the Mt. Savage and the Pittsburgh 
Locomotive Works, and one from the Philadelphia & Read- 
ing Railroad. 

Locomotive Parts and Attachments, etc.—R. Beaumont, 
Kankakee, Ill. (stop valve); Butman Furnace Co., Cleve- 
land (fire doors, grates, flues, etc.) ; Chicago Tire & Spring 
Works (locomotive tires); Chalmers-Spence Co., New York 
(covering for boilers); James B. Clow & Sons, Chicago (en- 
gine trimmings, bells and whistles); E. R. E. Cowell, De- 
troit (speed indicator): C. B. Coventry & Co., Chicago 
(superheating locomotive boiler): Chicago Metalic Packing 
Co., Jobn Chandler, Brooklyn, N. Y. (model of Jocome- 
tive); Chicago Forge & Bolt Co. (equalizing bars, piston 
rods, ete.); Samuel H. Dotterer, Carbondale, Pa. (perfor- 
ated sheet-iron for spark arresters); Patrick Fitzgibbons, 
Oswego, N. Y. (model of boiler); W. 8. Foster, Richford, 
Vt. (gong bell); Jones & Co., Detroit (rocking grate-bar); 
E. B. Kunkle, Ft. Wayne, Ind. (iock-up safety valve); 


Kelly Scroll Section Manufacturing Co., Chicago 
(non-conducting covering); R. LL. Kester, Phila- 


delphia (anti-friction rod packing); Enoch Lawson, San 
Francisco (steam bell-ringer); James E. Marsh, Chicago 
(steam gauges); Manning, Maxwell & Moore, New York 
(gauge, gauge cocks, indicators, safety valves, etc.); Nathan 
& Drevfus, New York (injectors, oil cups, valves, etc.); W. 
H. D. Newth, Detroit (ash-pan); Post & Co., Cincinnati 
(headlights, gauges, ete.); Phenix Steel Wire Broom & 
Brush Co. (track broom): Thos. Prosser & Son, New York 
(Krupp tires); Shields & Brown, Chicago (covering for pipes 
and boilers); Sterne & CampbeJ], Houston, Tex. (spark ar- 
rester): Standard Steel Works, Philadelphia (tires); J. K. 
Taylor & Co., Boston (spark arrester); United States Metal- 
lic Packing Co., Philadelphia; Wilson, Walker & Co., Pitts- 
burgh. 

a and Lubricating Apparatus.—Baker & Lewis, 
Chicago (cylinder oil); W. 8S. Caiboun & Co., Chicago (oil 
and waste): Detroit Lubricator Co. (lubricator cups); J. E. 
Hildreth, Wilmington, Del. (iocomotive lubricator): J. E. 
Lonergan, Philadeiphia (oil cups and_steam-chest lubri- 
cators): Leib Lubricating Co., Buffalo, N. Y.; Noyes Manu- 
facturing Co., Boston; F. S. Pease, Buffalo, N. Y.; B. F. 
Voute, Chicago; Wells Bros., Parkersburg, W. Va. 

Machine Too!ls.—Awmerican Car Wheel Grinding Co., Chi- 
cago; American Tool and Machine Co., Boston (lathes, 
grate bar, etc.); Betts Machine Co., Wilmington, Del.; 
David Bell, Buffalo, N. Y.: Brainard Milling Machine Co., 
Hyde Park, Mass.; E, P. Bullard, Now York; Baldwin & 
Doss, Kansas City, Mo.; James Charlton, Houston, Tex.; 
3. G. Cross, Chicago; Robert E. Dietz, Chicago; Enterprise 
Machine Co., Geneva, O.: J. A. Fay & Co., Cincinnati; L. 
B. Flanders Machine Co., Philadelphia: Greenlee Bros. & 
Co., Chicago; J. H. Gowan, Chicago; Goodell & Waters, 
Philadelphia; Gordon & Maxwell Co., Hamilton, O.; Hartz 
& Fix, Cleveland: Hendy Machine Co., Irvington, Conn.: 
Hercules Iron Works, Chicago: Kingman & Co., Chicago; 
McCoy & Sanders, New York (hydraulic tools); Niles 
Tocl Works, Hamilton, O.; National Mortising Machine Co., 
Chicago; Novelty Iron Works, Cleveland; National Ma- 
chinery Co., ‘Tiffin, O.: Piamondon Manufacturing Co, 
Chicago: Pratt & Whitney C).. Hartford, Conn.: J. B. 
Reed, Cairo, IIL; J. A. Ro us. Cuicago: Wm Sellers & Co., 
Chicago; Sand Blast File Sharpening Co., Wilmington, 
Del.; Shumway, Burges & Co., Chicago; Star Tool Works, 
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Providence, R. I; Vitrified Emery Wheel Co., Westfield, 
Mass. : Vulcan Iron Works, Chicago; H. R. Worthington, 
New York (hydraulic machinery). 

Nut Locks.--M. M. Beemar, Syracuse, N. Y.; A. R. Clark, 
Amité City, La.; Wm. 8. Cuddy, St. Louis; D. M. Kirk- 
patrick, Kansas City, Mo.; Mercer Nut Lock Co.; West 
Chester, Pa.; F. Murphy, Chicago; Philadelphia & Readiug 
Railroad Co,; Pratt Manufacturing Co., Naagatuck, Conn. 
(washers); Ruffner, Duon & Co., Philadelphia: Van Kuren 
Elastic Nut Lock Washer Co., Omaba, Neb.; Vulcanite 
Fibre Co., Wilmington, Del. 

Paints, Varnishes, ete.—Bridgeport Wood Finishing Co., 
New York; Billings, Taylor & Co., Cleveland, O.; Berry 
Bros., Detroit; Moses, Bigelow & Co., Newark, N. J.: Wm. 
8. Cuddy, St. Louis; Chicago Varnish Co.; Cary, Ogden & 
Parker, Chicago; F. W. Devoe & Co., New York; Wim. A. 
EImendort, Chicago; Heath & Milligan Manufacturing Co.. 
Chicago; H. W. Johns Manufacturing Co., New York; 
Murphy & Co., New York and Cleveland; John W. Masary 
& Sov, New York; O’Brien Electric Priming Co., South 
Bend, Ind.; Pratt & Lambert, New York: Palace Method 
Paint Co., New York; Valentine & Co., New York. 

Pumps and Pumping Machines.—Biakeslee Manufacter- 
ing Co. Du Quoin, Iil.: Cloud Manufacturing Co., Detroit; 
A. S. Cameron, New York; Cammeyer & Sayer, Chicago; 
Deane Steam Pump Co., Holyoke, Mass.; Delamater [ron 
Works, New York; Davidson Steam Pump Co., New York; 
Gordon & Maxwell Co., Hamilton, O.; Hooker & Colville 
Steam Pump Co., St. Louis: Nve & Palmer, Chicago; 
Pulsometer Steam Pump Co., New York; John N, Poage, Cin- 
cipnati (water? column and tank valve); Rogers Iron Manu- 
facturing Co., Muskegon, Mich.; U. 8. Wind Engine & Pump 
Co., Batavia, [il.;: Van Duzen & Tift, Cincinnati: H. R 
Worthington, New York: Watertown Steam Engine Co., 
Watertown, N .Y.; Wilson, Evenden & Co., Chicago; F.C. 
Wells, Chicago; Wilbraham Bros., Philadelphia. 

Rails,—Cambria tron Co., Johnstown, Pa.; Carnegie Bros. 
& Co., Pittsburgh; Cleveland Rolling Mill Co.; Joliet 
Steel Co., Chicago; North Chicago Rolling MillCo.  . 

Rail Joints, Chairs, ete.—American Rail Joint Co.. Bos- 
ton; Cambria Iron Co., Johnstown, Pa.; Joseph Clark, 
Brooklyn, N. Y.; Fisher & Norris, Trenton, N. J.; W. F. 
Gould, Stuart, Iowa; G. H. Hodgeson, Nashua, N. H.. (joint 
supporter); C. E. Monk, Flint, Mich. (chair) National Rail- 
road Supply Co., Des Moines, lowa; Perkins Railroad Chair 
Co., Portsmouth, N. H.; Ruffner, Dunn & Co., Phila- 
delphia; Morris Sellers & Co., Chicago; Standard Railway 
Joint Co., Chicago. 

Rock Crushers.—Blake Crusher Co., New Haven, Conn.; 
Fraser & Chalmers, Chicago; Gates Iron Works, Chicago; 
Totten & Co , Pittsburgh. 

Scales.—Borden, Selleck & Co., Chicago; Chicago Scale 
Co.; Fairbanks, Morse & Co., Chicago. 

Signals.—American Electric Railroad Signal Co., Boston 
(automatic crossing signal); American Pneumatic Signal 
Co., Boston (crossing and block signal): American Signal 
Co., Chicago (electric signal); Blodgett Bros. & Co., Boston 
(electric signals); Crandall & Strohm, Philadelphia (electric 
block signal); Electric Railway Signal and Obviating Acci- 
dent Co., Chicago; Wm. Gravit, New York; E. C. Garsed, 
Philadelphia; Thos, H. Gibbon, Albany, N. Y.; Hall Rail- 
way Signal Co., Meriden, Conn.; R. B. Ireland, Trenton, 
N. J.. John S. McLeod, Boston; John 8. Trites, Monckton, 
N. B.; Union Switch and Signal Co., Pittsburgh. 

Snow Plow.—J. H. Ayres, Wade, Kans. (model); Geo. A. 
Gunther, Brooklyn, N. Y., (model); T. Hainsworth & Son, 
Chicago; Muskegon Car and Engine Co., Muskegon, Mich. 

Springs.—Andrews & Clooney, New York; A. A. Artbur, 
Boston; Chicago Tire and Spring Works; Cliff & Righter 
Co., Oswego, N. Y.: A. B. Davis Car Spring Co., Philadel- 
phia; A. French &Co., Pittsburgh: Farist Steel Co., Bridge- 
sort, §Conn. ; Miller, Metcalf & Parkin, Pittsburgh; N. D. A. 
Middleton & Co., Philadelphia; C. W. Pickering & Co., 
Philadelphia; Charles Scott, Philadelphia; United States 
Concave Spring Co,, New York. 

Awles.—Andrews & Clooney, New York; Baugh Steam 
Forge Co., Detroit; Boston Forge Co. ; Chicago Forge & Bolt 
Co. ; Dixon Car-Axle Co., Chicago (loose wheel axle); Helm- 
bacher Forge and Rolling Mill Co., St Louis; Nashua Iron 
and Steel Co., Nashua, N. H.; Otis Iron and Steel Co., Cleve- 
land; Pittsburgh Forge and Iron Co.; Whitney & Sons, 
Philadelphia. 

Steam Engines.—Ames Iron Works, Chicago: Rice Whit- 
acre & Co., Chicago; Southwark Foundry and Machine Co., 
Philadelphia ; Upson, Walton & Co., Cleveland ; Westing- 
house Machine Co., Pittsburgh. 

Tools and Shop Appliances and Supplies.—G. & H. Bar- 
nett, Philadelphia (files and rasps); Boston Blower Co. 
(blowers and forges); Brehmer Bros., Philadelpbia (bevel 
wheels) ; Buffalo Forge Co. (forges, blowers and ex- 
hausts); Wm. Baragwanath, Chicago (steam jacket heater); 
Cleveland Steam Gauge Co. (portable forges and blowers): 
Curtis Regulator Co., Boston (pressure regulator): Chicago 
tawhide Manufacturing Co. (rawhide belting, lace, etc.); 
Collier Furnace Co., Detroit (cupola); Chas. D. Colson, 
Chicago (fire-brick and clay); Cooper, Hewitt & Co., New 
York (iron and steel); Chicago Serew Co., Chicago ; 
Chester Steel Castings Co., Chicago; John Campbell, 
Bay View, Wis. (hot air blast and smoke consumer); 
Denver Fire Brick Co,, Denver, Col.: W. C. Dunbar, Phila- 
delphia_ (speed indicator); Detroit Iron Furnace Co. (pig 
iron) ; Thos. H. Dallett & Co., Philadelphia (portabie driils) ; 
Empire Portable Forge Co., Cohoes, N. Y.: Entwistle & 
Kenyon, Batavia, Ill. (vises); Eureka Fire Hose Co., Chi- 
cago: Ewald Iron Co., St. Louis (bar iron, boiler plate, etc.); 
Eureka Cast Steel Co., Chicago (steel castings): E. G. Felt- 
housen, Buffalo, N. Y.; Farrell Foundry and Machine Co., 
Ansonia, Conn. (crane); Fisher & Norris, Trenton, N. J. (an- 
vils and vises); Gandy Belting Co., Baltimore (cotton belt- 
ing); B. F. Gump, Chicago (cotton belting and elevator 
buckets); Martin A, Howell, Jr., Chicago (files); E. Horton & 
Co., Windsor Locks, Conn. (chucks); Hoopes & Townsend, 
Philadelphia (bolts and nuts); Hugett & Smith Manufact- 
uring Co., Detroit (exhaust fans and blowers); Hartford 
Hammer Co., Hartford, Conn.; James F. Hotchkiss, New 
York (boiler cleaner); Hutchinson Furnace and Smoke Con- 
suming Co., Chicago; Hussey, Howe & Co., Pittsburgh 
(bar and plate cast steel); Hamilton Rubber Co., Trenton, 
N. J. (belting); E. Imbauser, New York (time detector); 
Jenkins Bros., New York (rubber packing valves); 
Kingman & Co., Chicago (flue expander); G. F. Kimball, 
Chicago (plain and ornamental glass); H. I. Kimball, 
Pallman, [il. (lumber dryer); Wm. McIlvaine & Sons, 
Reading, Pa. (flanging iron and boiler plate): T. & J. 
Merriman, Milwaukee (steam pipe covering): S. H. & E. Y 
Moore, Chicago (trucks, pulley blocks, etc.); J. G. MePher 
son, Mattoon, Ll. qand-drser): Moorehead & Cv., Pitts- 
burgh (galvanized and plate iron); Magoon Heater Co., 
Muskegon, Mich. (water heater); National Chuck Co., New 
Haven, Conn.; Otis Iron & Steel Co., Cleveland (steel boiler 
plates); George A. Ohl & Co., East Newark, N. J. (screw 
jacks); Tinius Olson & Co., Philadelphia (testing machines) ; 
arks, New York (lubricating pad): Penfield Block 
Co , Lockport, N. Y.; eggs ‘eg: Bolt & Nut Co., Leb- 
anon, Pa.; Richard Page, New York (drawing materials); 
V. H. Rickey, Cincinnati (hoisting machinery); F. W. 
Richardson, Troy, N. Y. (model of valve motion); Sandusky 
Derrick Co.; Sargent, Greenleaf & Brooks, Chicago 
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Water, stem and air pipes); R. B. Stowe, Chicago (railroad | 


° | 
W. Shoudy, Paw Paw, Ill. (lifting jacks) ; Standard Nut | 
Co., Pittsburgh ; p 
screw-drivers, etc.); Taper Sleeve & Pulley Works, Erie, | 
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| 
Well Sinking Machinery.—American Well Works, Aurora, 
lumber) ; Stow Flexible Shaft Co., Philadelphia ; I. & D. | Hl 


il. 
Metallic Shingles and Siding.—A. A. Allyn & Co.,, Chi- 


John J. Tower, New York (wrenches, | cago. 


Model of Grain Eleyator.—Baumann & Lotz, Chicago ; 


Pa.: Union Steel Screw Co., Cleveland ; Vulcan Furnace | Wm. Watson, Chicago. 


Co., Detroit (pig iron) ; Whitman & Barnes Manufacturing | 
Co., Syracuse, N. Y. (spring keys) ; W. D. Wood & Co., 
Pittsburgh (sheet and planished iron) ; W. C. Wyman & | 
Co., Chicago (stocking coal). 
Track Tools, Machinery, etc.—American Railway Con- | 
struction Co., Chicago (track-laying machine); Blackmer &- | 
Post, St. Louis (culvert pipe); Bucyrus Foundry & Manufact | 
uring Co., Bucyrus, O.; T. J. Bush, New York (interlocking | 
track bolts); A. H. Campbell, Liberty, Ind (metallic tie); W. | 
Chisholm & Sons, Cleveland (shovels, spades, ete.); Harris & | 
Carter, Terre Haute, Ind. (scraper and leveler); Hussey, | 
Binns & Co., Pittsburgh (shovels); Industrial Works, Bay | 
City, Mich. (steam shovel, etc.): Lalance & Grosjean Manu- | 
facturing Co., New York (spike extractor); Thos. B. Jeffrey, | 
Chicago (railroad velocipede); Metcalf, Paul & Co., Pitts- | 
burgh; Wm. J. Maharin, New York (spikes); J. MeMullin, 
Casey, lowa (plow for unloading gravel); New Era Manu- 
facturing Co., Chicage (grader and ditcher); 8S. Penneck & | 
Sons Co., Ft. Wayne, Ind. (road machine and scraper); 
tockport Railway Gauge Co., Rockport, Mass.: Geo. A. 
Shandy, Rockford, Il. (track jack); Studebaker Bros, Manu- | 
facturing Co., South Bend, Ind. — carts and wagons); 
Ek. H. Tobey, Denver, Col. (tie and rail fastener); Wilcox & 
Stock, Toledo, O. (excayator and wrecker); A. Warren, St, | 


Railway Supplies.—M. M. Buck & Co,, St. Louis ; Crerar, 
Adams & Co., Chicago: P. G. March & Co., Cincinnati. 

Automatic Truck.—Chas. A. Ball & Co., Midland Park, 
~ China and Silver Ware for Cars.—Burtey & Tyrrell, 
Chicago. 

Fire-Proof Lumber, Ties and Paint.—W. C. Bruson, Chi- 
cago. 

Fire Extinguisher and Air Brake.—Marcus Brockway, 
Jamestown, N. Y. 

Cedar Water Tank.—J. J. 
delphia. 

Car Truck.—Central Support Car Truck Co., St. Louis); 
Wm. J. Watson, Chicago. 

Tank Car and Oils. —Chester Oil Co., Philadelphia. 

Gelatinized Fibre.—Courtenay & Trull, New York. 


Burkhardt’s Sons, Phila- 


Cabinet Letter Tiles.—Cameron, Amberg & Co., Chicago. | 


Grain 
Chicago. 
Coal-Handling Machinery.—Chas. W. Hunt, New York. 
Railroad Uniforms.—Harvey Bros., Chicago. 
{ailroad Watch Cases.--Hagstoz & Thorpe, Chicago. 
Sections of Bridges.—Kevstone Bridge Co., Pittsburgh, 
Coal Chute.--Edwin R. Kerr, Kewanee, [I], 


Conveyor.—Harrison Grain Conveyor, Co., 


io Open, 


jumps on the freight train while going comparatively 
slowly up grade, climbs upon the top of the car, lies down, 
| reaches over the side, drives a spike into the side of the car, 
lowers himself down thereby, and with a hammer breaks 
the hasp or catch holding the padlock, opens the door, 
passes in and closes the same after him, selects the articles 
wanted, opens the door and pushes them out at the spot pre- 
arranged with confederates, and jumps off. 

To prevent robberies of this kind is the object of the pres- 
ent invention; and it consists in the combination, with the 
sliding car-door, of a bolt acting from the top of the car 
vertically so as to pass in bebind the top corner of the door, 
and a lever above the top of the car for actuating such bolt, 
and means for securing the same in place. This device, 
| being on the top of the car, can be seen by the conductor or 
| engineer, and if the same is raised so that the door can be 

opened, it remains in an elevated position, because the bolt 
| rests on the top of the door when open, and should the rob- 
| ber pass into the car the bolt, being automatic in its action, 
| locks the person into the car, making him a prisoner. 
| Upon the top of the car is a lever h, pivoted at one end in 
the jaw k, which is firmly secured to the top of the car, and 
there is a bolt 7, connected at its upper end by a joint a to 
| to the lever h and passing vertically, or nearly so, through 
{amortise that is behind and above the back edge of the 
door, so that when the bolt is depresssed it comes behind the 
| door. When the bolt is raised it is above and may rest upon 
the top edge of the door as it is slid along beneath it. 
| Any suitable locking device may be used for holding down 
| the lever h, I have shown the jaw m adapted to receive a 
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Louis (track drill, jacks, ete.); Yacum & Dakia, St. Louis 
(ties and piling). 

Veneers and Woods.—E. D. Albro & Co., Cincinnati; 
Glass Veneer Co,, Boston, 

Wire, Wire Ropes and_Wire Goods.—T. V. Allis Manu- 
facturing Co., Trenton, N. J.; Clinton Wire Cloth Co., Chi- 
cago ;Cleveland Rolling Mill Co.; George B. Carpenter & 
Co., Chicago ; John A, Roebling’s Sons Co. 

NOT CLASSIFIED. 

Conveyer for Mixing Concrete and Mortar.—H. W. Cald- 
well, Chicago, et ; 

Cast-iron Pipe.—Cincinnati and Newport Lron and Pipe 
Co. 

Preserved Timber and Photographs of Bridges and other 
Engineering Works.—O. Chanute, New York. 

Dynagraph and Track Inspection Car.—P. H. Dudley, New 
York. 

Disinfectants.—Egyptian Chemical Co., Boston. 

Steel Eye-bars.—Edgemoor Iron Co., Wilmington, Del. 

Filtering Apparatus.—Farquhar-Oldham Filter Co., New 
York. 

Pockets for Coaling Engines.—William Farnham, Elmira, 
N. ¥ 


Kyanized Timber.—James Francis, Lowell, Mass. 

System for Operating Trains.—B. Frese, Chicago. 

Clocks and Watches.—Giles Bros. & Co., Chicago. 

Desks and Chairs.—A. H. Andrew & Co., Chicago ; Forest 
City Furniture Co., Rockford, Ill.; Wm. H. Foulke & Co.. 
Chicago. 

Elevated Railroad.—Norman Allen, Rockaway Beach, N. 
Y.; Lewis T. Pyott, Philadelphia. 


SCANLAN’S CAR DOOR FASTENER. 


Freight Handling Machinery.—Link Belt Machine Co., ! 


Chicago. 

Model of Turn-Tables.—F. C. Lowtbrop, Trenton N. J. 

Device to prevent Slipping of Wheels.—James T. McCoy, 
McCoy, Ind. 

Hand Railing—Manby & 
Philadelphia. 

Mats and Brushes.—New England Mat and Brush Co., 
Boston. 

Oil Tanks.—Neil Bros., Chicago. 

Caboose Deck with Train Indicator Device.—J. H. Par- 
sons, Chicago. 

Glazing Roofs, ete.—Artbur E. Rendie, New York. 

Ticket Case, Maps, etc.—Rand, McNally & Co., Chicago, 

Type Writer.—E. Remington & Son, Tlion, N. Y. 

Preserved Woods.—St. Louis Wood Preserving Co. 

Baggage Checks, Stamps, Punches, ete..—W. W. Wilcox, 
Chicago. 

Grain Shovel and Conveyor.—Webster & Comstock Man- 
ufaecturing Co., Chicago. 

Fire Extinguisher.—M. Walker, Port Huron, Mich. 

Telegraph Apparatus.— Western Electric Co., Chicago. 


Cooper Manufacturing Co., 


Scanlan’s Car-Door Fastening. 

The engraving represents a device recently patented by 
John Scanlan, of Poughkeepsie, N. Y., for fastening freight- 
car doors, which he describes as follows in his specifica- 
tions : 


Robberies of freight cars on railways are of frequent oc- 
currence, and it has been found that the robber usually 


lock or seal. When the car-door is open or partially open, 
the lever h will be in an elevated position, as shown by the 
dotted lines, and can be observed by the engineer or train- 
hands, and will indicate that the door has not been closed or 
is partially open. 

Further information concerning this invention may be 
obtained from the inventor, whose address is given above. 





At a meeting of the New York Railroad Commission, held 
May 16, the following resolutions were adopted, which are 
now sent to the railroad companies of the state by Secretary 
Wm. C. Hudson, with the request that answers to the ques- 
tions he sent to the Commission on or before June 20 next: 

Whereas, There are many traveled public roads and streets 
crossed by railroads of this state at grade; and, 

Whereas, It is desirable to ascertain to what extent the 
public is at present protected from injury, and the railroads 
from accidents ‘and damages, at such crossings, by the sign- 
boards required by Section 40 of the General Railroad Act, 
and by the ringing of a bell, or blowing of a whistle, as re- 
quired by Section 7, Chapter 282, Laws of 1854; and 

Whereas, The Board of Railroad Commissioners, before 
taking any action upon this subject, desires full information 
in relation thereto: therefore, 

Resolved, That a copy of this resolution be sent to each 
railroad company in the state, witha request to send to this 

' Board, on or before June 20, 1883, such information upon 
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the subject as may seem to them proper, and also answers 
to the following inquiries, to wit: 

1. How many public traveled roads and streets does your 
road cross at grade ? 

2. How many of these crossings are in cities or incorpor- 
ated villages ? ; 

3. Athow many of them is the view of approaching trains 
obstructed to those approaching the crossing, when at any 
point within 150 feet on either side of the crossing ? : 

4. What gates, flagmen or other devices has your road in 
use, and to what extent ? 

5. What, in your opinion, is the best device in use at such 
crossings, combining protection for the public with conven- 
ience and economy to the railroads ? 

6. What is the cost of a flagman? What the cost of 
erecting, maintaining and operating gates or other device 
in use ? 

7. How many persons were injured or killed in collision 
at such crossings, by or on your trains each year during 
tive years prior to Sept. 30, 1882? 

8. How many of such persons were injured or killed in 
collision at crossings protected by flagmen ; by gates ; and 
by other devices ? 

9. How mapy suits were brought against your road during 
the period aforesaid, to recover , resulting from such 
accidents and collisions at crossings? How many suits 
succeeded, and what amount of damages and costs were 
paid? What was the total expense paid by the road in de- 
fending and settling sucb suits and claims, and in repairing 
damages done to its property by reason of such collisions ? 

10. Are there any other facts bearing upon this subject, 
and if so, state them ; also state any and all reasons which 
should, in justice to your road, be considered by the Board 
in any recommendation it may hereafter make in reference 
to further protection at such crossings. 








Progress of the Panama Canal. 


At the regular meeting of the American Society of Civil 
Engineers in New York, May 16, Mr. F. J. Cisneros, a 
member of the Society, who recently visited the Isthmus of 
Panama, presented an informal statement of the progress of 
the work on the Punama Ship Canal. He stated that the 
purchase of the Panama Railroad by the Canal Company 
seemed to promise most excellent results, and suggested 
that proper methods in the management of the railroad, 
and lower charges for both freight and passengers, would 
certainly increase its revenue. 

In reference to the canal‘he said that the line had been 
completely staked, cross sections taken, and the location 
made and stakes set for definite work for a large portion of 
the line. The line is entirely cleared and grubbed from Kilo- 
metre 40 to the mouth of the Rio Grande, and is rapidly 
advancing to other points. The valley of the Chagres has 
been surveyed, and it has been found that the high water 
lines above the bigh dam _ will cover an area 
of about 6,750 acres, and that the volume of water stored 
will be about 1,000,000,000 cubic metres. Actual work 
upon the canal has been commenced at six points. The 
contractors, Messrs. Slaven & Co., for dredging the canal 
from Colon, have their first ‘‘ Hercules” dredge in place, 
and will eommence work directly. The Canal Company has 
been working with two French machines, at the rate of 
1,600 cubic metres per day for each machine. The Franco- 
American Trading Co. has contracted tor the excavation of 
about 10 kilometres of the canal beyond the Bay of Panama. 
Their machines are being built at Lockport, N. Y. There 
are now about 6,500 men on the work, chiefly Jamaicans, 
Carthazenians, and a few Martiniqueans. 

Many dwelling houses, machine shops, etc., have been 
constructed. The machinery is both French and American, 
and the eleven American excavators are working with great 
economy. Borings have been made along the whole liue, 
and have extended to the bottom of the canal, giving in a 
general way the following results: From Colon to Kilometre 
10, material easily dredged. From Mamey to Obispo, 
mostly clay, with occasional seams of rock. From Obispo 
to Emperador, about 7 kilometres of hard trap and con- 
glomerates. From Emperador to Paraiso, about 8 kilome- 
tres, clay for about 15 metres, then indurated clay 
followed by schist, and reaching rock near_ the 
bottom of the canal. From Paraiso to Pedro 
Miguel, 10 to 12 metres, clay followed by rock. From 
Pedro Miguel to the sea, mostly clay and mud, with the 
exception of a few seams of rock. 

Considerable work has been done at the port of Colon, in- 
cluding the commencement of a breakwater. 

Much money has been spent in the purchase of materials 
for the working, including excavations, dredging machines 
and portable track. The company bas ordered 14 American 
locomotives, of which nine are now in service. 

Hospitals have been erected at Panama, and the health of 
the laborers is very much better than has been generally 
understood. 





THE SCRAP HEAP. 
The Canada Southern Bridge at Niagara. 


A correspondent of the Boston Herald gives the following 
description of the new bridge to be built over the Niagara 
River for the Canada Southern road: ‘ The location is at a 
point about 300 ft. above the present suspension railroad 
bridge, where the chasm is 859 ft. from bluff to bluff, and 
the grade 245 ft. from bluff toriver. The railway com- 
pany experienced much difficulty in selecting plans from 
those presented, but finaily accepted those of the Central 
Bridge Works, of Buffalo. The contract requires that the 
bridge be completed by Dec. 1, 1883, under the forfeiture of 
$500 per day for each day’s delay after that date. The de- 
sign selected is what is known as the cantilever bridge, the 
principle of which is that of a trussed beam, supported at 
or near its centre, with the arms extending on each side 
and one end anchored or counter-weighted to provide 
for an equal loading. It isin practice an entirely new de- 
sign, no bridge as yet baving been completed upon this 
principle. The Firth ef Forth bridge in Scotland, with a 
clear span of 1,600 ft., is being built upon this plan, and in 
this country the Frazer River bridge, 315 ft. clear span, on 
the Canadian Pacific, is now being constructed after the 
same plan. The bridge is to be a double-track steel bridge 
built to carry upon each track at the same time a freight 
train of the heaviest kind, extending the entire length of 
the bridge, headed by two consolidation engines, with a side 
pressure of 30 pouads per square foot, which pressure is 
produced by wind having a velocity of 75 miles per hour. 
Under the above loads the stru+ture is strained to only one- 
fifth of its ultimate strength. The total length 
of the bridge proper is 895 ft., divided into two 
cantilevers of 375 ft. on the Canadian and 295 on the 
American side, supported on steel towers rising from the 
water's edge. A fixed span of 125 ft. is suspended from and 
connects the river arms of the cantilevers. The clear span 
across the river is 500 ft., being the longest double track 
truss span ever built. The excavations are carried down 
until solid rock is reached, when blocks of béton Coignet 20 
ft. wide, 45 ft. long and 10 ft. thick will be putin. These 











form one single mass that wiil withstand a pressure almost 
equal to the best Quincy granite, and will so distribute 
the load of 1,600 tons that comes upon each pair 
of steel columns that it will produce a pressure of but 25 
pounds per square inch on the natural formation. Upon 
these béton blocks, four in number, will be built 
masonry of the most substantial character, carried up 50 ft. 
above the surface of the water. On these the steel towers 
rest, rising 130 ft. above the masonry, and upon these will 
set the steel superstructures. The material ,for this will be 
subjected to the most rigid inspection and tests from the ore 
until it enters the completed structure. For erection at the 
bridge site temporary scaffoldings, using some 600,000 ft. 
of timber, will be built from the bluff on either side out to 
the edge of the water, on a level with the top of the bluff. 
Upon these the shore arms of the cantilevers will be erected, 
one end resting on the steel towers and the other upon 
masonry on the bluff. The shore ends will be firmiy 
anchored to this masonry, so that it will take an up- 
lifting force of 4 tons at each end to 
displace it. This constitutes the counterweight 
to balance the unequal loading on the river arm referred to 
above: as this, under be most unfavorable conditions, can 
never equal 300 tons, .be provision is ample. After the 
structure is a from the shore to the steel towers, 
comes the difficult portion of the work—to span the 500 ft 
across and 245 feet above q roaring river whose forces no 
earthly power can stay, and no temporary structure can 
survive a moment. Here the skill of the engineer comes in 
to baffle-nature and laugh at her powers. 

‘* The design of the canti-lever is such that. after the shore 
arm is completed and anchored, as described above, the 
river arm may then be built out, one panel or section at a 
time, by means of great traveling derricks, and be self-sus- 
taining as it progresses. After one panel of 25 ft is built 
and has its bracing adjusted, the 10 traveling derricks are 
moved forward and another panel erected. Thus the work 

rogresses, section by section, until the ends of the canti- 
ever are reached, when there still remains a gap of 
125 feet to close. Into this will be swung and _sus- 
pended from the cantilever§ arms an ordinary truss bridge, 
forming the connecting link and completing the structure. 
Compensation for expansion and contraction is provided for 
by an ingenious arrangement between the ends of the canti- 
lever and fixed span, allowing the ends to move freely as 
the temperature changes, but at the same time preserving 
— rigidity against the side pressure from the wind. 

here will be no guys for this purpose, as in the suspension 
bridge, but the structure will be complete within itself. 
Neither will there be any of that wave motion noticed on a 
suspension bridge as a train moves over it. When it is con- 
sidered that it took over three years to build the present 
suspension bridge, which is for a single track, and that this 
bridge, for a double track, must he finished within 71< 
months from the execution of the contract, some idea may 
be formed of the magnitude of the undertaking.” 


Tests of a Steam Brake. 


A trial of the Ward locomotive brake was recently made 
on the Pittsburgh & Western road near Pittsburgh, which is 
said to have been very successful, although no particulars 
are given. 


Fast Time. 


Mr. R. G. Fleming, Superintendent of the Savannah, 
Florida & Western road, infor.ns us that on May 10 train 
No. 20 on his road ran from Thomasville, Ga., to Massena, 
104 miles, in 180 minutes, making 14 stops, two of which 
were to take wood and water. The train consisted of the 
locomotive and three passenger cars. Mr. Fleming com- 
pares this witha run of 104 miles in 162 minutes from La 
Crosse, Wis., to Portage over the Chicago, Milwaukee & St. 
Paul road, mentioned in our issue of May 4, page 285. 

The Savannah, Florida & Western train, we think, cer- 
tainly made the best time. The train on the St. Paul road 
was an extra, made upof empty coaches, and not-troubled 
with stops for passengers. The14 stops made by the Sa- 
vannah, Florida & Western train must have consumed a good 
deal more time than the 18 minutes difference in time--30 
minutes probably would be a low allowanve—and its actual 
peop meen 4 time for the 104 miles must have averaged 45 miles 
an hour. 


An Officer's Car. 


A car just completed by the Harlan & Hollingsworth Co. 
at Wilmington, Del., for the officers of the Flint & Pere 
Marquette road is thus described: 

‘* Its dimensions are as follows: Length, 60 ft.; breadth, 
9 ft. 6in.; height in centre, 9 ft. In one endis a commodi- 
ous parlor luxuriously furnished. Among the articles of 
furniture are four arm chairs and an extension sofa bed 
richly upholstered in morocco and elegantly tufted. ‘he 
sofa forms the lower sleeping berth, and the upper berth is 
similar to those ordinarily in use in the Pullman cars. The 
room also contains a convenient cherry writing desk and a 
large mirror of beveled French plate glass on each side of 
the room. All of the windows are unusually large in order 
to afford greater facilities for observation while inspecting 
the road. Those in the sides are 34 by 40 inches, while 
those in the end are 24 by 45, and the glass in the door 16 
by 42. All the glass is of heavy French plate. The room 
is lighted by a double light nickel-plated chandelier with 
gilt trimmings. 

‘* Adjoining the parlor is a double state room containing 
two upper berths, with extension sofa beds beneath. They 
are upholstered in crimson plush and the apartment is 
lighted by a centre light chandelier. 

‘“ A pair of single state rooms follow next in order. Each 
contains a permanent bed beside an upper berth, marble- 
top washstand, water tank and pump, linen closets, etc. 
They have a men’s saloon between. The kitchen is most 
complete and contains a Wilk’s patent range with hot and 
cold water, refrigerator, dish closets, sink and every culi- 
nary necessity. 

‘* Adjoining is a capacious dining room which occupies the 
otherend of the car. It contains an upper berth, with an 
extension sofa beneath upholstered in crimson plush. The 
dining chairs are upholstered inred leather. An improved 
extension dining table, with a portable combination of a 
marble top washstand and desk and closets for silverware, 
are among the features in the equipment. A folding table 
is placed beneath each window in the ends, to be used for 
noting observations made during inspections of the tracks, 
roadbed, etc. The room is lighted by a double chandelier of 
unique design. The whole interior is finished in cherry with 
mahogany trimmings, the centre panels of the berths being 
elaborately carved and veneered with Spanish mahogany. 
The ceilings are of white maple and are beautifully 
decorated. The floors are covered with a rich 
Brussels carpet, and the berths are furnisbed with both 
woven wire and hair mattresses. The berth curtains are of 
bourette, and all the windows are supplied with spring roll- 
er curtains. The heating is done by one of Baker Car Heat- 
ing Co.’s steam heater placed under the car. All the glass 
in the doors of state rooms and passage ways as well as the 
deck lights are of richly embossed glass, and the doors in 
the passage ways are hung with union hinges and swing 
either way. Electrical enunciators to be used in summon- 





iug the porter are placed in various parts of the car for the 
convenience of the occupants. Ventilation is not only ob- 
tained from the ends but also from the pivoted sash in the 
raised roof. 

‘The platforms are the full width of the car and inclosed 
by railing and gates with nickel-plated hand holts, Miller’s 
draw-hooks and Cowell’s continuous platforms and buffers. 
The Westinghouse automatic brakes are to be used in addi- 
tion to the regular double-acting hand brakes. The cars are 
mounted on six-wheeled trucks of the standard of the road 
with Paige’s steel-tired wheels, 33 in. in diameter, and 
French’s elliptic and coil springs. The car has four large 
boxes beneath it for provisions, coal and other supplies. The 
exterior is painted in canary and is ornamented with gold 
and other colors. It has been shipped to its destination.” 


A Suit for Free Passes. 

A suit has been begun in the Supreme Court for Orleans 
County, N. Y., to recover from the Grand Truuk Co., as 
successor to the Great Western, of Canada, damages for 
failure to fulfill an agreement made to provide the directors 
of the Niagara Suspension Bridge with free passes over the 
road. The complaint alleges that in the lease of the Sus- 
pension Bridge to the Great Western Co., in 1853, it was 
provided that the lessee should furnish the bridge directors 
with free passes over its road; that no passes have ever been 
furnished, and the plaintiffs seek to recover damages for 
this breach of contract. 


Train Wreckers. 

A boy who wrecked a freight train on the Reading & 
Columbia road by putting obstructions on the rails near 
Ephrata, Pa., last week, causing the death of Master 
Mechanic Hain, has been arrested and committed for trial. 
lt is said that he wrecked the train in revenge for his expul- 
sion from another train the same day. 

A dispatch from Springfield, Mo., May 16, says: ‘ Ivfor- 
mation from Fayetteville, Ark., has been received here, 
stating that Capt. Frank Erskine, detective for the ’Frisce 
road, to-day about 3 o’clock reached that place, baving in 
charge Alfred Goodman, Ed. Goodman and Wm. Storlicup, 
three men who are charged with attempting to wreck (a 
passenger train near Springdale on July 12 last. Their 
preliminary examination is set for May 18. These young 
men, it is stated, are well connected, and have heretofore 
borne good reputations. They are each about 20 years of age.”’ 


Testing a Steam Brake. 

The Beals-Guernsey steam brake bas been in use about 
six months on Engine No. 58 of the New York, Ontario & 
Western road. It is now being put on three engines on the 
New York, Lake Erie & Western road for a thorough trial 
in actual daily service. 


Cleveland Bridge and Car Works, 


Mr. H. M. Claflen, President of this company, gives notice 
that the company’s offer of settlement with its creditors at 
45 cents cash, made in April last, is withdrawn. Mr. 
Claflen charges that the management of the assignee has not 
been to the best interests of all concerned, and believes that 
the creditors would have done better had they accepted the 
company’s offer. 


Checking Parcels. 

The Massachusetts Railroad Commission on May 15 heard 
the complaint of a passenger from Springfield to Boston, 
who said that the baggage-master of the Boston & Albany 
road refused to check a parcel of clothing as baggage. The 
evidence showed that the parcel was a paper bound parcel, 
and was well packed. The Board held that, according to 
rule 2, the complainant had a right to carry his baggage. 
The Board felt it to be unreasonable for the company’s 
agents to forbid the checking of any bundle so as to make it 
necessary to bave all personal luggage inclosed in a trunk. 
The Board expressed itself as unable to find any law im- 
posing such restrictions. The Commissioners recommended 
that instructions be given that packages, not excessive in 
weight, containing personal baggage, shall be checked for 
any passenger who has a ticket, and that no arbitrary con- 
struction of the rule shall be _— to exclude any package 
which is proper to be transported. 

A Pass Swindler. 

The man calling himself C. A. Snow, who recently ob- 
tained passes over the Louisville & Nashville road by means 
of forged letters purporting to be from the President of the 
Detroit, Mackinac & Marquette, turned up last week in 
Milwaukee, where he succeeded in obtaining passes over the 
Chicago, Milwaukee & St. Paul road on similar letters. 


Names of Cars. 

The Chicago, Rock Island & Pacific Co. has adopted the 
system of naming its parlor cars after celebrated singers. A 
year ago it put onthe cars “‘ Anna Louise Cary,” ‘* Emma 
Abbott ” and ‘‘ Clara Louise Kellogg.” Three more of un- 
usual elegance have just been completed and are named 
“Christine Nilsson,” ** Adelina Patti ” and ‘‘ Minnie Hauk.” 


Keeping Sunday. 


The following order was recently issued by Mr. Bennett 
H. Young, President of the Louisville, New Albany & 
Chicago Co., to the General Superintendent of the road : 
‘In the future operations of the Louisville, New Albany & 
Chicago Railway, it is directed that as far as possible no 
work be done or trains run on the Sabbath day. You will 
on May 1 stop all trains on the Sabbath, except the evening 
passenger one. Some questions concerning mail transporta- 
tion have arisen, and if this train is not required I shall 
issue a further order concerning it. In case of perishable 

oods or live stock, it will be necessary to do some work, 
but you will avoid this where it can safely and properly be 
done. You will in the future run no excursion trains of any 
kind, for any purpose, on the Sabbath. This order applies 
to camp meeting trains. If Christian people cannot find 
othar places for worsnip, this compavy will not violate 
divine and civi] law, and deny its employés the essential 
rest of the Sabbath, to carry them to camp meeting grounds. 

“Tam also informed that a number of the company’s 
employés have conscientious scruples against any work on 
the Sabbath. There are likely others who do not feel so 
strongly on this subject. Under no ordinary circumstances 
must any employé, who objects on the grounds of his re- 
ligious convictions, be ordered or required to do any service 
on the Sabbath. : : 

‘If any difficulties arise in the execution of this regula- 
tion you will please report them to me for consideration, and 
you will also notify the employés of their right on conscien- 
tious grounds to be fully protected in the observance of a 
day of rest.” 


A Railroad Robin. 

A robin has been building a nest on the main frame of en- 
gine 340, of the New York Central road, which runs be- 
tween Rochester and DeWitt, going east one day and west 
the next, ever since Sunday last, and notwithstanding the 
noise and motion has it all completed save the lining. The 
engineer and fireman are very proud of their feathered ten- 
ant.—Rochester Post-Express. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 








Addresses.—Business letters should be addressed and drafts 
made payable to THe RAILROAD GazETTE. Communica- 
tions for the attention of the Editors shouid be addressed 
EpiroR RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting 
progress and completion of contracts for new works or 
important émprovements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subject 
pectaininy to ALL DEPARTMENTS of railroad business by 
men proctically acquainted with them are especially de 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
vecially annual reports, some notice of all of which will 
be published 





Advertisements.—-We wish it distinctly waderstood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNs We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers con do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 

THE READING LEASE OF THE CENTRAL 

RAILROAD OF NEW JERSEY. 


The lease of the Central Railroad of New Jersey to 
he Philadelphia & Reading Company is so far com- 
pleted that the latter has only to comply with the or- 
der of the Chancellor of New Jersey and furnish 
acceptable security for the payment of $2,062,000 
floating debt within 90 days, in order to take im- 
mediate possession of the road. This, Mr. Gowen 
assures the Central ofticers, can be done at once, and 
he further says that the transfer of the road will be 
made under present arrangements by June 1. 

The Reading will thus secure a property which 
will benefit it by giving it entire control of the line 
from New York to Philadelphia, will give it some de- 
sirable connections in Pennsylvania, and will greatly 
‘(rengthen its position in the anthracite coal combi- 
nation. The Reading alone last year, although its in- 
crease in production has not been quite equal to the 
average gain, sent to market very nearly one-fourth 
of the total output of anthracite coal; the Central 
and the Reading together brought to market 384 
percent. of all the anthracite, which was more than 


_ twice the production of any of the other companies, 


except the Lehigh Valley, and very nearly twice the 
tonnage of that company. The Reading will thus be 
able net only to increase its actual share of the coal 
trade, but it will reinforce the production of the 
Schuylkall Region, which is now gradually losing 
ground, with the output of the best portion of the 
Wyoming Region, which is now the growing section 
of the anthracite country, 

\pparently, however, the coal trade has not had as 
much weight in deciding Mr. Gowen and his backers 
in favor of the Central lease as have the considerations 
connected with the control of the Central's portion of 
the Bound Brook line between Philadelphia and New 
York, and the possible use of the Central as a through 
line. The Garrett interest in the Central stock has, of 
course, only the object of securing for Mr. Garrett's 
road its coveted outlet to New York, and the supposed 
interest of Mr. Vanderbilt in the Reading would nat- 
urally favor the lease of the Central, because it will 
complete his new South Pennsylvania road from Pitts- 
burgh to Harrisburg, and give him a line competing 
with the Pennsylvania from Pittsburgh to New York, 
the outlet to New York being indispensable to its effti- 
ciency either as a money-making institution, or as a 
competitor with the Pennsylvania Railroad ; to which 
latter use of the road Mr. Gowen, on his own account, 
is probably not at all adverse. 

From several points of view, the absolute control of 
the New Jersey Central, which the Reading sectires by 
this lease, may be of much advantage to it, provided 
that it is not secured at too heavy a cost. That the 
cost is pretty heavy there is no room to doubt. 





. “+ 
the branch lines in New Jersey and Pennsyl vania, | 


and also the 40 miles of the Long Branch road, in | 
working which the Pennsylvania has an equal share, 
includes 560 miles of railroad, of which about 220 
miles may be considered as main line and the rest as 
branches. During the six years of the receivership 
both the company and the Receiver have carefully 
|abstained from making any full and complete state- 
|ments of the operations of the road or its financial 
position, and it is a matter of considerable labor to get at 
any complete idea of the Central's liabilities. The best 
attainable statement is about as follows: The stock, 
on which the Reading is to pay 6 per cent. yearly, is 
$18,563,200; the funded debt, including the income 
bonds, on which 5 per cent. interest is to be paid 
hereafter, is $37,950,000, on whi: the yearly interest 
charge is $2,756,500, and the coinpany is liable for the 
interest on $19,773,000 bonds of the Lehigh & Wilkes- 
barre Coal Company, the interest charge on which is 
$1,384,110. The principal item in the rental charges 
is the 33} per cent, of the gross earnings of the Lehigh 
| & Susquehanna road, paid to the Lehigh Coal & Navi- 
| gation Company, which last year amounted to $1,407,- 
| 506. The Receiver’s statement for 1882 puts the inter- 
est and rentals together at $4,493,795, which probably 
|does not include anything for the Lehigh & Wilkes- 
barre bonds, and certainly does not include interest on 
the income bonds. But to the debt given above is to 
be added the floating debt, fixed by the decree of Court 
at $2,062,000. This, we understand, it is proposed to 
provide for by an issue of trust bonds, based probably 
on stocks of leased lines and similar securities, which 
must add at least $150,000 to the interest charges. 
Putting these statements together, we find that the 
rental required will be about as follows: 











Interest and rentals as for 1882.....,...,..... ..... 
Interest on income bonds and proposed trust-bonds.... 
Dividends on stock, 6 per cent Boe saan as ; 
Organization fund,....... 


$4,493,795 
272,500 





This statement, moreover, does not include any 
provision for the car trusts, on the principal of which 
the Receiver paid $465,260 last year; nor does it in- 
clude any provision for a failure of the Lehigh & 
Wilkesbarre Coal Company to earnits interest. Disre- 
garding these, however, we find that, on the basis of last 
year’s earnings (which were $5,091,072 net) there is 
every prospect that the lessee will have to provide for 
a deficiency of nearly $900,000 a year, which may, 
of course, be reduced by a gain in earnings, and pos- 
sibly by a small decrease in expenses, which were, 
however, very moderate last year. There must be a 
very substantial increase in the profits hereafter, or for 
years to come there will certainly be a considerable 
deficit, which the Reading must make up, if the lease 
is to continue. Whether the advantages gained are 
equivalent to the $900,000 or so to be provided yearly 
is a very doubtful question, 

It seems altogether probable that the Reading is 
paying too high a price for its new acquisition, es- 
pecially in the present state of its own finances, 

On the other hand, although the two statements 
may not seem to agree, it is possible that the Central 
stockholders have parted with their property too 
cheaply. This may seem unreasonable to owners of 
stock which has paid nothing for years, and to whom 
the promise of regular 6 per cent. dividends is 
certainly very alluring, But the Central stockhold- 
ers have not only a great and valuable prop- 
erty in their road, they have in their ter- 
minal station in Jersey City a property which is almost 
inestimable in its value, because it cannot possibly be 
duplicated, The central section of New Jersey presents 
|no formidable engineering difficulties, and the Cen- 
| tral Railroad could be duplicated from Bound Brook 
| or from Easton to the eastern side of Bergen Hill with 
| probably no greater obstacle than the high cost of 
right of way through an old settled and wealthy 
country where the value of real estate is high. 
| But almost the entire water front on the Hudson 
|River and the bay facing New York is now 
| owned and occupied by the railroads, and there 
| is absolutely no way in which a new railroad could 
| secure terminal facilities on the New Jersey shore ex- 
cept by permission of one of the companies already 
there. Ten years ago the admirable terminal property 
‘of the United New Jersey Company enabled it to 





| 
| 
| 
| 
| 
| 
| 


make its own terms with the Pennsylvania, and the 

| similar property of the Central is worth far more now 
| than it was then, for the reason that in the interven- 
ing time the remaining water front has been occupied. 

It is further to be considered that in the lease just 


value of a guarantee depends, commercially, upon the 
lsolvency of the guarantor, but in this case that is 


| open to question. The Reading has just escaped from 
la receivership itself by a heavy increase in fixed 


The property transferred by the lease, including all liabilities, which it had already found too heavy for 
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its own property, and its ability to carry a lease in- 
volving an additional burden of $800,000 or $900,000 a 
year is doubtful. Much has been said of the great in- 
crease of traffic and earnings which it is to secure from 
its New York Central connection and the west-bound 
shipments of anthracite to result therefrom, but the 
official statement of the anthracite trade shows that 
last year only 2,213,107 tons, or but 7.6 per cent. 
of the anthracite output, went west of New York 
state, and with four companies competing for that 
western trade, such as it is, one can readily see 
that if the additional business brings in enough 
to pay interest on the cost of the new road built 
to secure it, it will be doing very well indeed. 
For several years to come there is no doubt that 
the Reading will be on very uncertain ground, 
and another failure and new receivership are among 
the possibilities, if not the probabilities, of the future. 

The lease of the road may suit the purposes of some 
of the holders of New Jersey Central stock, and they 
may secure their objects independently of the direct 
returns they may receive, whether the Reading is able 
to keep its contract or not; but these owners, if there 
are any, who hold their stock as an investment purely 
may after a time come to this same conclusion, that 
they have parted with their road too cheaply after all. 


OPERATING EXPENSES-MOTIVE POWER. 


In an article with the above title, which was pub- 
lished in the Railroad Gazette of May 12 of last year, 
a statement was given of the expenses of the Lake 
Shore & Michigan Southern Railway divided up under 
thirty different heads, The percentage which each of 
these items bears to the total operating expenses was 
also given. From this it appeared that the cost of 
motive power on that line for the year given was as 
follows : 

Percentage 


of total 


Expenses expenses, 
24.46 





Locomotive service*,................ S981 8.70 
Repairs of locomotives............ 698,705.33 7.20 
Fue) for ” iahsendenwee’s 1,225.607.87 10.87 
Water supply.... ....... 68,078.49 -60 
eer re 1:2°2.880.48 1,09 

TOR. 00:5:00% wivarcenbae $3,096,296.63 27.46 


” * Wages of locomotive runners and firemen 

In other words, the cost of maintenance and oper- 
ating the locomotives of this line was over a quarter 
of the total expenses, and the cost of the ‘* locomotive 
service,” or wages of locomotive runners and firemen, 
amounted to 8,7 per cent of the t otal expenses. 

There are only two ways of reducing this item, 
either to pay less to the men employed for a given 
amount of work done, or to make it possible for the 
men to do more work in a given time. The latter can 
be done either by increasing the capacity, or, within 
certain limits, the speed of the engines. The first 
makes greater train-loads possible, and the second per-, 
mits their being hauled greater distances in a given 
time. It is essential for safety, however, if the 
speed is increased, that the means for con- 
trolling the movement of the trains should be cor- 
respondingly improved. That is, there should be 
more brake power, improved signals, better track, and 
the rolling stock should be more perfect in construc- 
tion. If freight trains were supplied with continuous 
brakes, the signal system improved so as to be adequate 
for the requirements of the traffic and for the lines on 
which they are used, the track kept up in a more per- 
fect condition, and the construction of cars improved 
so as to be more perfect and substantial, there is good 
good reason for’ believing that freight trains 
could be run at a considerably higher speed than 
is now considered safe. There is also good reason 
for believing that if the track were well ballasted 
and improved, and the wheels and running gear 
of cars made more perfect, there would be no more 
wear and tear from the running of trains at the higher 
speeds than there now is from running slow. One of 
the incidental advantages, then, which would result 
from the improvement of the road-bed and rolling- 
stock is that the cost of locomotive as well as train 
service could be diminished. Quite curiously the most 
defective part of railroad equipment, and the one 
which most needs improvement in order to make high 
speed possible, is the cars. On the best lines the tracks 
are good enough to run fast, although on many better 
signal systems are needed ; but on all the freight cars 
need improvement, and freight trains need to be sup- 
plied with continuous brakes. 

In order to increase the train loads, therefore, it is 


| not only essential that more powerful engines should 
concluded there is an element of uncertainty. The 


be used, but it is equally important that the cars which 
make up these trains should be strong enough to hold 
together while in service. 

The question of the capacity of locomotives will no; 
be discussed here, as it seems as if the largest engines 
now in use were quite equal to the demands of 
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erformance and Cost of Repairs of Three Fassenger Locomotives on the Hudson River Division of the New York Central & 
Hudson River Railroad during Five Years of Service. Wm. Buchanan, Superintendent of Motive Power. 


No. or ENGINE. 


OU ON, oi oasis caeesas des 
Number of days in service.... 

= idle 
Average miles run per month.... 

io each service day 


Gallons of oil used waa aie eo eee WA SRRIG oF i bobs bien 
Average miles run per gallon 
Cost of oil esa 


Waste........ 


COST OF 


Total for all 


10. 33. 3! 2 
| = Bt. three engines. 


as _— -} 


415,790.00 440,654.00 








392,043.00 | 1,248,487 
1,495.00 1,565.00 1,430.00 4,490 
306.00 242 00 397.00 945 
6,399.30 7,344.09 6,534.00 6.936" 
278.12 281.57 274.15 | 278* 
2,882 00 3,337.00 3,027.00 6,219 
144.27 82.05 2 irr 
$1,182.00 $1,368.00 $1,241.00 $3,791 
240.00 2322.00 230.00 | 702 
REPAIRS. 
Labor. Labor. Labor. 


Engine. | Tender. | Engine. Tender. | Engine. Tender. 


Machinists 
Blacksmiths 
Boiler-makers .. 
© ypper sintihs.. 
Tin-smiths... 
Carpenters........ 
Painters.... 





Total cost ol labor. oe 


eehitenice weceehiahdavennenseuss.204enee 





. $4,066.64 $285. 





344.73 $60.90 $2,679.47 $101.51 $2,759.56 $7,984.17 
315.02 54.39) 400.10 34. 309.04 1,267.77 
42.68) 923.18 36. 13 3,010.56 

Bh cciaw Cateye boas ee 50.61 130.69 
Leieeieueawe SBME) «cs 2c 000 S483 .. 110,24 

65,91) 190.76 53.41 139.67 647.75 

62.06) 196.69 72.36 257.06 107.74 $53.67 


94)$1,480.24 $447.86 $4,343.00 $380.07 $14,004.65 


Materials. Materials. Mialerials. 


| Engine. Tender. Engine. Tender. Engine. Tender. 


Machinery.... 
Driving wheel 

SU MOMO . 5) disebshas 
Boiler and (lues.... 
umber 

Paints... 

Tron.... 


$692.87 
230.00 ........ 
472.00 $613.50 


seme $995.00 
263.00 


$989.15 
298.00 
517.39 = $725.00 437.00 
1,230 00! ........ 1,018.00 
42.17 20.00 78.57 40.00 55.57 
70.54 39.20 88.43 45.00 151.52 


$2,677 O02 
7D OU 
3.307.19 
3,259.00 
31 









if 











wee Vanbla bermhkomns sd id core tesbloraig’s esd adl iu caictenae SM actnnnas 185.00) ........ 
Total cost of materials. ........... Livvecceeseceaaeceseees sees $2,518.58 $700.00 $3,172.39 $995.00 $2,929.24 $692.60 $11,007.21 
ed, DOR ORNRAINA ced oor anemone ase 4,066.61 “285.94 4,480.24” 447.86 380.07 1400465 


labor an 
for engine and tender......... 





AVERAGE COST 


For machinist’s work... 
* blacksmith’s 
* boiler-maker'’s* 
carpenters 
painters 
material ... 


Total.. 


Cost of repairs for engine .. 
° a tender.... 
Total.. 


* Average for 


ordinary traftic, or rather to the limitations placed on 
it by the present defective condition of cars. Progress 
in nearly all cases seems to advance for a certain dis- 
tance, and then to encounter some obstacle which 
prevents further until the obstacle is 
some new path is discovered 
which will lead around it. At present 
moterial improvement in transportation 

seems to be impossible until the 
construction of the freight cars is radically improved. 
What is also very curious about it is that there are no 
serious difficulties in the way of the required improve- 
ment. Almost any really skillful designer of railroad 
rolling stock could make the required changes, with- 
out other difficulty than the exercise of a superior 
quality of common sense and mechanical skill. The 
difficulty seems to be that those who have the authority 
to make such changes do not realize the importance 
of them, and cannot understand that there is as 
much and as important difference between the 
work of an ordinary and that of the best designer 
of such mechanism as there is between the service 
rendered by a common-place doctor or lawyer and 
that of the men most eminent in their professions. 
Perhaps one of the most valuable pieces of work 
which the manager of any great railroad could have 
done would be to get some competent and experienced 
constructor of railroad equipment to make a thorough 
investigation and report of the defects and the needed 
improvements of cars. Such an investigation should 
be fortified with experimental proof, and ought to 
have a great deal of time spent on it. It may be said 
unhesitatingly, at present, of a vast majority of the 
freight cars of the country, that their wheels 
are breaking by thousands, their axles are not 
stiff enough, their truck frames are lacking in lateral 
stiffness, and are generally badly proportioned; the 
wheel treads and flanges do not fit the rails, neither 
of them being designed with reference to the other; 
the draw-gear is much too weak; the openings in the 
draw-bars are often too small to take a link of ade- 


progress 


removed or 


any very 


by railroad 


$6,585.22 $985.94 $7,652.63 $1,442,86 $7,2 




















73.14 $1,072.07 $25,011.86 
$8,345.21 25,011 86 


$7,571.16 $9,095.49 


PER MILE RUN. 


Engine and 


Engine and Engine and 
tender. 


tender, tender. 


.63 cents. .72 cents. 
12 “ ( ) “ 








58 cents. 











.09 2 

B+ - 23 - 23 

05 0 06 ‘6 

i ee 06. ‘09 

73 «CO ‘6 ‘O30 
L&2 = is 
Los 

24 3200 ‘27 
18° +120 “ |g 

229 “ 3 +. wae “ 

‘06 05 06 





2.17 “i 2.40 ° 2.50 = 





each engine. 
| quate size; links are made of poor material and are 
badly proportioned; the means supplied on the ends of 
cars are inadequate for the protection of the men in 
coupling cars; the other attachments, on which the 
safety of the lives and the limbs of trainmen are de- 
pendent, are often wretchedly defective, and the 
brake-gear is unsubstantial, badly designed and often 
wretchedly constructed. All these charges could be 
proved by the most abundant evidence, if any one 
would take the trouble to hunt it up. The conclusion 
to be drawn then from what has been said, is that to 
reduce the cost of locomotive service, the preliminary 
step is to improve the construction of cars. 

The second item of cost of motive power given in 
the ahove table, ‘‘repairs of locomotives,” it will be 
seen is 6.20 per cent. of the total operating expenses. 
The first step to take, in order to ascertain how to re- 
duce this item of expense, is to find out what the 
money is spent for. Weare fortunate in being able to 
lay before our readers a statement giving the cost of 
repairs of three engines on the Hudson River Divis- 
ion of the New York Central during five years of ser- 
vice. The engines were all new when put into use and 
at the date from which the statement begins. The cost 
of the work done by machinists. blacksmiths, boiler- 
makers, coppersmiths, tinsmiths, carpenters and paint- 
ers is each given separately, and the cost of material 
for machinery, driving-wheels and tires, trucks, boil- 
ers and flues, lumber, paints and iron for tenders is 
also given separately. These items are also given sep- 
arately for engines and tenders. An analysis of this 
table is very interesting. The total cost of 
the repairs for the three engines during the five years 
is a little over $25,000. The costof labor and materi- 
als for machinery, not including driving-wheels or 
trucks, is $10,661.19. If the blacksmith work is in- 
cluded it amounts to $11,928.96, or nearly half the 
whole cost of the repairs. Boiler-makers’ work, in- 
cluding material for boilers, amounts to $6,269.36, or 

| almost exactly a quarter of the total cost. The mate- 
rial used in the repair of the trucks is $3,307.19, or a 














little over an eighth of the whole. Unfortunately, the 
labor on the repair of trucks is not kept separate from 
the labor on other parts. The figures indicate, how- 
ever, that a very considerable part of thecost of repairs 
is absorbed by the trucks, and it may be that ordinary 
American trucks are more expensive to maintain than 
is usually supposed. 

From these figures it will be seen that the chief 
item of expense in locomotive repairs is the mainte- 
nance of machinery, and next the cost of repairs to 
boilers. More than three-quarters of the cost goes to 
these items. Still itis not clear from the table what 
the money is expended for. What is it that costs so 
much? What proportion goes to the valve-gear, the 
piston, cross-heads, guides, connecting-rods, running- 
gear, etc.? If the various items of expense in loco- 
motive repairs could be known, that is, if we could 
tell how much the cylinders, pistons, cross-heads and 
guides cost, how much goes to the connecting-rods, 
how much to the valve-gear. etc., ete., it would be of 
very great value in indicating where improvement is 
needed and how to make it. It would be especially 
interesting to know how much of the cost of repairs 
of trucks is absorbed by wheels and axles, and how 
much by the other parts. 

In connection with the cost of maintaining boilers, 
it should be said that the water on the Hudson River 
Railroad is exceptionally good, and the grades very 
light. Boiler repairs ought, therefore, to be as low on 
that line as on any in the country. 

Incidentally it may be mentioned that the stute- 
ment of performance of engines is interesting as in- 
dicative of a remarkable mileage during so longa 
period. It is very much to be regretted that the loads 
hauled and fuel consumption are not known. The 
statement is, however, very interesting, and is worth 
careful study by master mechanics and locomotive 
superintendents, 


British Rail Exports. 





British rail exports keep up wonderfully well, in 
spite of the great falling-off in the takings of the 
United States, heretofore England’s chief customer, 
In April only 4,342 tons were exported to this country, 
which is even less than the average for the previous 
five months, and for the four months ending with 
April but 19,222 tons were sent here, which is less than 
in most single months from Septemper, 1879, until 
August of last year, and not half as much as in some 
months—just about half as much as in April, 1881. 
What we have taken this year would suffice to lay 218 
miles of track with 56-lbs. rails, and would not more 
than provide for one-twelfth of the renewals of 
the four months, to say nothing of new construc- 
tion. If there were a similar falling-off in 
rail consumption in other countries, it would in- 
dicate a very unhealthy condition of affairs; but, in 
the first place, the exports do not measure consumption 
in this country, where for many years, even when our 
imports have been largest, by far the larger part of 
our consumption has been provided for by our own 
works ; and, in the next place, while we have almost 
ceased importing, other countries have this year taken 
more than for many years previous. Thus for the four 
months ending with April the exports of steel and iron 
rails from Great Britain to the United States and to 
other countries for four successive years have been: 


1*80. 1881. 1882, 1883. 
To United States.. ........ 63,391 86,289 88,921 19,222 
To other countries. . .-108,451 92,082 159,788 258,401 
TD bis: scsesencsee 171,842 178,571 248,709 257,623 


Thus the takings of all countries other than the 
United States have been very much greater this year 
than any other, and more than make up for the great 
falling off in our takings. We took 48 per cent. of the 
total British exports in 1881, but only 74 per cent. this 
year. While our takings have decreased 78 per cent. 
since 1881, the total British exports have, neverthe- 
less, increased 44 per cent., because there has beenan 
increase of no less than 159 per cent. in the exports to 
other countries. All important importing countries 
except the United States have a large increase this 
year, the exports to the principal ones having been 
for the four months in the last three years (steel 
and iron both): 





1882. 18833, 
Bite 5s pace biph ak ven widted atentces 18,444 22,785 
CEE cspancd supenssccunnesedenedenee 86 4,505 14,628 
a Ea veslen asa 825 36,546 60,243 
sks cath b deta eeseheennans 27 35,720 
Unspecified countries. 85,133 


India has this year been the most important cus- 
tomer of England, taking three times as many rails as 
the United States, unless possibly Mexico, which is 
among the unnamed ‘other countries” has taken 
more, which is hardly probable. Each of the above- 
named countries, except Canada, took more than the 
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United States, though heretofore, since 1878, the 
United States have taken much more than any other 
one country, and in some months as much as all the 
rest together, 

What is interesting o us in these statistics is that 
they indicate that the ‘* boom” in railroad construc- 
tion, which is subsiding rapidly here, is rising in the 
other countries which Great Britain supplies with 
rails. If these other countries, like the United States, 
procured buta small part of their rails abroad, it 
might indicate only that the English rail-makers 
were underselling the domestic’producers. But none 
of the countries named produce rails—not in any 
quantity, at least. Their larger imports therefore, in- 
dicate a larger consumption, and this affects us more 
than supposed. If the British exports 
had fallen off largely, we might expect such a reduc- 
tion inprices as would, perhaps, enable their products 
to compete with ours and still further depress the 
present low prices in this country. The apparent ac” 
tivity in railroad construction in other countries not 
only gives employment to British rail mills, but to 
other British manufactories which otherwise might 
be foreing their products on this market. Thus while 
our manufacturers have not the positive benefit of a 
demand on themselves to prov ide for this foreign con- 
struction, they have the indirect benefit of the diver- 
sion of British exports, which otherwise might dis- 
pute with them for the supply of the lessened home 
demand. 


might be 


Grain Receipts and Exports at Eastern Ports. 
Receipts and exports of grain and flour reduced to grain 
during each of the four months ending with April at the 
four priveipal Eastern ports are reported as follows by the 
Produce Exchange Weekly: 
New York. 
Jan. bs os “1, 103 
Feb : 
March..10: ny ATS 
April... 5,788,124 


gree Phila. 3altimore. Total. 
3,522,128 2,189,508 3,66) ” 18,646,438 





§ 2.095.341 37 
3" 581. ‘638 2186471 3S 
2.906.688 ni 620,165 1, 





NK 267 : 5 
457,165 Lae de 


Total... 32,412,335 12,44: 44: 5,957 | 991 485 12,137,929 64, 987, 706 


March, it appears, was the month of greatest aggregate 
receipts, though Baltimore received less then than in either 
January or February, and Pbiladelpbia not quite so much 
as in January. In April the receipts were 39 per cent. less 
than in March, 

For these four months, during which the receipts were by 
rail exclusively, the percertage of the total received by 
each port was : 
non. York. 


Boston. Philadelphia. Baltimore. 
9.9 19.1 123 18.7 


The exports for these four months have been, likewise in- 
cluding flour reduced to bushels : 


Exports, New York. Boston, Phila. Balto. Total. 







January.. 7,889,931 1,562,356 1.270.226 3,886,296 14.GO08,809 
February 980,358 1,083,276 3,087,171 13,249,658 
Mareh 7.412.498 1.276.360 2,801,415 12.785.802 
April 1,308,071 1,340,586 1,993,654 10.217.858 





Total 27, 859,860 5,263,282 4, 970,448 11,768.: 536 49. 862,1°7 

Though the receipts of these ports were largest in March, 
their exports were much less then than those in January 
or February ; and although their receipts fell off 7,544,000 
bushels (89 per cent.) from March to April, their exports 
decreased but 1,568,000 bushels (13 per cent.) in the same 
time 

The percentage of the total exported from cach port dur- 
ng the four months was: 


New York. 


Boston. 
55.8 96 


Philadelphia. Baltimore. 
10.0 23.6 

The total exported is 76.7 per cent. of the total receipts. 
But while Baltimore’s exports were 98 per cent. of its re- 
eeipts, Boston’s were but 4214 per cent. of its receipts: and 
it held and distributed for domestic consumption more grain 
than New York in these four months, New York’s excess of 
receipts over exports having been 4,552,500 bushels; Bos- 
ton’s, 7,182,700. New York and Boston together received 
69 per cent. and exported 66.4 per cent. of the total of the 
four ports. 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

\flantic d& Pacifie.—The Central Division is extended 
from Tulsa, Ind. Ter., west to Red Fork, 1 mile. 

Geneva, Ithaca d& Sayre.—A branch is completed from 
Hoyt’s Corners, N. Y., to the Willard Asylum, 5 miles. 

Vilwaukee & Northern.—The Wisconsin & Michigan line 
is extended from Coleman City, Wis., north to Nokwebay, 
18 miles. 

Vashville d& Florence.—Extended from Sandy 
Tenn., to Carpenter, 6 miles. Gauge, 3 ft. 

Oregon & California.—Extended southward to Glendale, 

r., 11 miles. 

Silver City, Deming & Pacific.—Extended northward to 
Silver City, N. M., 28 miles. 

This is a total of 64 miles of new railroad, making 1,460 
miles thus far this year, against 2,991 miles reported at the 
corresponding time in 1882, 1,386 miles in 1881, 1,502 miles 
in 1880, 570 miles in 1879, 385 miles in 1878, and 393 miles 
in 1877 


Hook, 





ieee RAILROAD ‘GASETTE. (May 


CuHicaGoO THROUGH RAIL SHIPMENTS EAasTwarp for the 
week ending May 14, for four successive years, have been: 
1880. 1881. 1882. 1883. 
24.485 36,046 22,364 36,270 

The shipments this year were thus 62 per cent. more than 
last year, nearly the same as in 1881, and 48 per cent. more 
than in 1880. Of the shipments this year 23.2 per cent. 
went by the Chicago & Grand Trunk, 17.7 by the Michigan 
Central, 22.8 by the Lake Shore, 20.5 - the Fort Wayne, 
10.8 by the Chicago, St. Louis & Pittsburgh, and 5 per 
cent. by the Baltimore & Ohio. Thus, the Grand Trunk had 
an extraordinarily large share of the business, more than 
any other road, and more than double its share in the pool ; 
the two Vanderbilt roads together had 40.5 per cent., in- 
stead of the 45.5 to which they are entitled, and the two 
Pennsylvania roads 31.3 instead of 35.5. 

For seven consecutive weeks the shipments have been in 


ere 


tons : 

- - —— —— Week ger Oe a oy —_—— — 
Marc h 31, Apr. 7. A r. 14. 22. <Apr.30. May 7. May 

57 ,0¢4 46,271. 35,728 3.608 35,525 40,882 56, 





The shipments in the last week were thus a ninth less than 
the previous week, but larger than in either of the three 
weeks before that. Last year there was no week from the 
middle of April until the last week of August that the 
shipments were as large as in the second week in May this 
year. In 1880 the weekly shipments were all smaller until 
the second week of June and all throughout July; but in 1881 
the shipments were all larger and generally much larger, 
frum the middle of May throughout the year, before as well 
as after the railroad war broke out in full force (June 18), 
We may expect larger shipments this year than last, here- 
after, but much smaller ones (though much more profitable 
ones) than in 1881, and probably (after May) hardly as large 
ones as in 1880, when rates were a fifth higher than now. 

For the week ending May 19 the shipments of flour, grain 
and provisions reported locally at Chicago (which are al- 
ways imperfect and less than the true shipments) are given 
as 25,155 tons this year, against 13,637 tons in the corre- 
sponding week of last year and $5,004 tons inthe previous 
week of this year. Though so much larger than last year 
these were small shipments, and they indicate a falling-oft 
in the actual shipments. Of the total this year 1,400 tons went 
by the Nickel Plate. This week forthe first time the Chi- 
cago & Atlantic began to take through freight from Chi- 
cago. The Erie’s Great Western Despatch, which has here- 
tofore, for about 16 months, entered Chicago over the 
Chicago & Illinois road, was transferred to the new road 
May 15. 


NEW YORK-CHICAGO TRAFFIC has recently been supplied 
with several new channels. We have noted already the 
opening of two new freight lines over the ‘‘ Nickel Plate.” 
The new Chicago & Atlantic was opened for through freight 
May 15, the Erie’s ‘‘ Great Western Despatch” line running 
over it. The Delaware, Lackawanna & Western put on 
through express trains between New York and Buffalo 
this week, which may take a part of the Chicago as 
well as of the Buffalo travel, and will doubtless 
when through cars are run over the Grand Trunk and 
the Nickel Plate, or either of them. The Chicago, St. Louis 
& Pittsburgh has begun to run through passenger trains to 
Pittsburgh, connecting from seaboard cities: it is increasing 
its equipment, and will begin to carry live stock, which it 
has not done before, and generally shows signs of deter- 
mined effort to utilize its capacity to the utmost—in which 
way only can justice be done to the lessor. The 
Chicago business is certainly a big business; there 
is nothing like it elsewhere in the interior; but 
though it usually grows fast, it does not grow so 
fast as the number of competitors for it has recently. Eight 
different railroads bid for the traffic which it sends to the 
East, while the lake vessels take an immense amount of it 
and keep down the rates on the rest. Not that a few dollars 
will not be made still from the Chicago business, but that it 
is no longer the bonanza that it has been supposed to be, and 
such as tempted the Baltimore & Ohio to build its Chicago 
extension in 1872, and the Grand Trunk recently. The 
former was one of five, the latter one of six. The next one 
will be one of ten, and without a prospect of a good local 
business it will do better to put off being born for several 
years tocome. Of all the eight roads only one (the Lake 
Shore) has a double track throughout, and the one which 
has the largest sbare of the through traffic (the Fort Wayne) 
has comparatively little double track. 


THE DISTRIBUTION OF ANTHRACITE COAL in 1882 is given 
by the Accountant of the anthracite coal combination in 
the foliowing statement: 


P. c of 

Tons total. 

Pennsylvania, New York and New Jersey.... 19,957, 789 68.5 
New England. es ees 5.064.775 17.4 
Western states... 2,213,167 7.6 
CE. .&5 105 s¢inkes toes aeeehauab ees 1,168,730 4.0 
Canada EE 616,875 2.1 
POCHC States... ccc csss scccccccves 49.065 0.2 
Foreign ports........... 49,735 0.2 
Total Saal Ltaniaosaauneestan 29,120,076 100.0 


This statemeut is-calculated to destroy a great many il- 
lusions with regard to the value of some of the markets for 
anthracite. We hear of great efforts made by various 
companies to increase their facilities for reaching the 
Western market; and yet it appears that the total consump- 
tion of the West in the year of largest production was but 
2,213,167 tons, which is carried by at least five different 
routes as far as Buffalo, Pittsburgh and Erie, and by a larger 
number, but chiefly by lake, west of those places. The 
consumption of what is here termed ‘‘ Southern states” 
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is chiefly in Maryland and Washington. The consumption 
in Pennsylvania, New York and further east was 85.9 per 
cent. of the whole—more than six-sevenths. 

There is no doubt that the consumption in the West 
and in Canada increases rapidly. Anthracite is the 
chief domestic fuel of all the lake cities and of the towns 
easily reached from lake cities, and these places are grow- 
ing faster than any other part of the country, probably. 
But the part of the whole which they take is as yet almost 
insignificant, and for a company like the Reading or the 
Delaware, Lackawanna & Western to increase its shipments 
to the West 15 or 20 per cent. does not mean a large addi- 
tion to their «oal production. Very much more does the 
increase of production depend upon the growth of popula- 
tion and industry in the East, where anthracite is almost the 
only fuel. 


LAKE RarTEs fell off materially last week; by Thursday 
corn was takeu at 21 cents a bushel from Chicago to New 
York, and on Friday shippers, who had been holding off, 
chartered a large number of vessels at 2 cents. Quotations 
for wheat were 14 cent higher, but scarcely any wheat 
goes by lake. These are low rates for the season, 
but not by any means the lowest. For the last 
five years, except in 1880, cargoes have been taken 
usually for weeks at atime at 1°4 cents, and a few at 14 
The rate fell to 2 cents a week earlier last year, but naviga- 
tion had been open more than five weeks then, while it had 
not been open three weeks this year when that rate was 
reached. There has been, however, an advance in the rate 
on coal from Buffalo to Chicago from 60 to 75 cents per 
ton, which is not thought likely to last, being due to a tem- 
porary scarcity of vessels. 

Canal rates are also lower, the quotations being 4 cents 
cents for corn and 4!4 for wheat from Buffalo to New 
York, which is about 14 cent lower than at this time last 
year. Including the Buffalo elevator charge the cost of 
shipping from Chicago and New York by lake and canal is 
now about 7 cents a bushel for corn and 734 for wheat, 
while the through rail rates are 14 and 15 cents. 

Monday grain was taken by steam from New York to 
to Liverpool at 314d. per bushel, and a steamship was 
chartered to carry grain trom Philadelphia to Cork for 
orders at 4s. 3d. per quarter, equal to 6%<d. per bushel. 


WEST-BOUND SHIPMENTS are moderately large. In April 
they were very much less than last year, which was alto- 
gether exceptional, but they were also about a tenth less 
than in 1881; but they were larger than in any previous 
April. After April shipments fell off very rapidly last year, 
and were not half as great in July asin April. 
is now able to take freight from New York. 


The canal 


THE IMPORTANCE OF THE PacrFIc Coast TRAFFIC we 
have shown heretofore to be much less than is commonly 
supposed. A striking illustration is the fact that in the first 
four months of this year the total shipments from New 
York by the all-rail route to California were only as great 
as the average total through shipments from New York 
over the trunk lines for three days out of the 125. 





National Exposition of Railway Appliances. 


The following circular ecien the Secretary is dated May 
15, but was received too late for our last issue: 


The management of the National Exposition of Railway 
Appliances, desiring to prevent disappointment and incon- 
venience to those who have not yet applied for space but 
may be intending to do so, take this method of announcing 
that no applications can be received after this date, the 
entire area at its disposal (500,000 square feet) being now 
exhausted. 

The Exposition will open promptly at noon on the 24th 
inst. 


Joint Executive Committee Passenger Meeting. 


The following is condensed from the official report : 

At the meeting held in New York May 8 to 12, inclusive 
the following roads were represented by the persons named’ 

Baltimore & Obio, C. K. Lord. 

Chicago, Burlington & Quincy, Percival Lowell. 

Cleveland, Columbus, Cincinnati & Indianapolis and 
Indianapolis & St. Louis, A. J. Smith. 

Cincinnati, Washington & Baltimore, T. P. Barry. 

Fitchburg, J. R. Watson. 

Grand Rapids & Indiana, E. A. Ford. 

Hannibal & St. Joseph, 8S. K. Hooper. 

Lake Erie & Western, G. W. Smitb. 

Lake Shore & Michigan Southern, W. P. Johnson. 

Lehigh Valley, E. B. Byington and " W. Nonnemacher. 

a Central, O. W. Ruggles. 

New York Central & Hudson River, 
E. J. Richards. 

New York, Lake Erie & Western, John N. Abbott. 

New York, Pennsylvania & Obio, A. E. Clark. 

Pennsylvania, J. R. Wood and Geo. W. Boyd. 

Pennsylvania Co., Pittsburgh, C — & St. Louis and 
Chicago, St. Louis & Pittsburgh, E. A. Ford. 

Troy & Boston, C. A. Nimmo. 

Vandalia Line, E. A. Ford and J. M. Chesbrough. 

Wabash, St. Louis & Pacific, France Chandler. 

The Chairman, Mr. Fink, after reciting the resolution 
under which the meeting was called, calling on lines within 
the territory of the Joint Executive Committee to become 
parties to the new agreement, adopted at the last meeting 
said the object of the meeting was to make a division of > 
passenger earnings under this contract adopted April 2 
and to adjust fares, if it should seem desirable. 

Replies from the roads beyond the territory covered at 
present which had been invited to join the Association were 
then read. 

The Chairman said that under the first settlement bal- 
ances were shown in favor of certain roads which were not 
formal parties to the contract, and it was a question 
whether such balances should be paid over to them, although 
they had not agreed to pay if the balance had been against 
them. He also said that enough companies had signed the 


H. J. Hayden and 
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new contract to make it operative, and asked for expres- 
sions of opinion from those who had not signed. 

Mr. Shattuc, of the Ohio & Mississippi, said that local 
complications with roads not represented in the Joint 
Executive Committee, and whose competition therefore that 
Committee could not control, prevented bis company’s sign- 
ing the contract. it would, however, co-operate to the 
fullest extent with its eastern connections in seaboard busi- 
ness, 

The division of earnings under the new contract was taken 
up. 

Me was resolved to include unlimited as well as limited 
tickets between differential fare points in the account for 
division of business and earnings. 

The award of percentages for second-class business from 
New York to Cincinnati was postponed until some road in- 
terested should apply for a division, 

During the discussion of the division of earnings it was 
claimed that in 1881 large numbers of tickets between St. 
Louis and New York were reported sold which did not 
fairly represent the through business between those points, 
making that year a wrong basis for an award. 

The subject of differential fares having been taken up, 
uuder the chairmansbip of Assistant Commissiuner Pierson, 
Mr. Hayden withdrew an objection to advertising differen- 
tial rates, It had been thought tkat the fares would be suf- 
ficiently known where they were in effect to have the de- 
sired affect. Experience having shown that this is not the 
case, he thought there would now be no objection to adver- 
tising them. 

It was agreed that the changes in differential fares should 
go into effect May 15. Also that all differential rates by 
the Chesapeake & Ohio Railroad should be withdrawn on 
that date. 

It was resolved to ask the Vice-Chairman, Mr. Pierson, to 
recommend the changes in differential rates as would in his 
opinion secure each line its proportion of the business on 
earnings awarded it. 

On Thursday the question of extending differential fares 
to Missouri River points was taken up. Mr. Pierson said 
that while the measures already taken had resulted in great 
saving to the roads interested, still they had not yet had 
such a trial as would develop their highest possibilities of 
success. Only a small portion of the competitive business 
of the lines parties to the contract, which had been estimated 
at less than 20 per cent., had been covered by the new 
methods as yet. It was desirable to extend these methods, 
or judicious modifications of them, as fast as possible to cover 
the whole competitive business. Some of the lines reaching 
the Missouri River were present, and they would be glad to 
hear from them. 

The practicability of substituting differential fares for the 
commissions now paid on New YorkzKansas City tickets 
was discussed. It was shown that the lowest differential 
fare to St. Louis added to the proportion from St. Louis to 
Kansas City is ten dollars lower than the lowest differential 
to Chicago plus the proportion from Chicago to Kansas 
City. The St. Louis lines claimed that the roads west of 
Chicago, beyond the control of the Committee, pay two 
doijlars more commission than the roads west of St, Louis. 

Mr Jobnson (Lake Shore) was willing that the rate 


should be higher via St. Louis until the western lines 
should reduce their fares to meet the St. Louis rate, 


or be would pro-rate with them the reduction to make the 
rate equal, but be would not stand the whole reduction, 
to accommodate his western connections ; and Mr Ruggles 
(Michigan Central) concurred. 


‘* ARTICLE 4. That no privileges of any description shall 
be granted on any class of tickets to nobles thereof other 
than the contract of such tickets provides for. 

“ ARTICLE 5. That the organization or ennouragement of 
so-called ‘excursions’ through outside rties, or other- 
wise, be discontinued after May 1, 1883; and that there 
be issued immediately a circular of this Association, dis- 
claiming any connection with or indorsement of them, 
and we hereby agree neither to aid nor abet in any such or- 
ganization. 

“ARTICLE 6, That as regards the so-called ‘contracts’ 
with J. F. Fugazi, J. F. Meinke and Portuguese hotels— 
the same seeming to be beyond the control of members of 
this association, it is understood that agents representing 
lines interested therein shall at once confer with the gen- 
eral passenger agents of their companies, suggesting the ad- 
visability of abrogating such contracts at the earliest possi- 
ble moment; and until] time of such abrogation all tickets 
sold by either of the above parties shall offset against 
all lines in interest as provided for in Article 3. 

‘‘All lines not interested reserve the right to meet in like 
manner the competiton of these parties, until all such 
‘ contracts’ are totally abrogated. 

‘*[Cbhinamen shall be ticketed only by ticket agents Central 
Pacific Railroad.] 

“ARTICLE 7. That railway companies not now represented, 
but which may hereafter establish agencies on this coast, 
shall be requested by the Arbitrator to join this Association 
and sign this agreement; and upon refusal of such com- 
— to do so, the Arbitrator shall request the Centra- 

acific Railroad Company to ignore them in the represental 
tion of tickets ; and if the matter cannot be satisfactorily 
arranged, any member may withdraw in three days, by 
serving written notice of intention upon the Arbitrator. 

“ARTICLE 8, That no orders for tickets shall be sold by 
members hereof upon ticket agents at either Omaha, Council 
Bluffs, Kansas City, St. Louis or Chicago, except to passen- 
gers holding passes or special-rate tickets issued by Central 
Pacific Railroad Company to Missouri River points, and 
then at full tariff rates only. 

“ARTICLE 9. That the penalty for the violation of any 

portion of this agreement by any party hereto shall be a re- 
quest by the Arbitrator upon the Central Pacific Railroad 
Company to withdraw from sale issues of tickets of all 
classes to all points via any of the offender’s lines—for first 
offense, 10 days; second offense, 20 days; third offense, 20 
days. 
“ARTICLE 10. That copies of this agreement be fur- 
nished T. H. Goodman, General Passenger and Ticket 
Agent Central Pacific Railroad Company, and to the gen- 
eral passenger agents of the several lines interested, for 
their approval and indorsement, and upon such approval 
they shall be requested to instruct their agents at Omaha, 
Council Bluffs, Kansas City, St. Louis and Chicago to carry 
out this agreement as regards all business originating on the 
Pacific coast. 

“ARTICLE 11. That it is understood that there shall be no 
discrimination, for any reason, against any line, party to 
this agreement, by any ticket agent of the Central Pacific 
Railroad Company.” 

The Vice-Chairman, Mr. Pierson, was requested to ask 
Mr. Goodman whether he was prepared to enforce the con- 
ditions of Article 9 of the agreement, with lines which do 
not comply, and if be replied affirmatively to notify him 
that the agreement was affirmed by the Joint Executive 
Committee, and to ask him to enforce it. 

[After the adjournment of the meeting Mr. Pierson re- 


Mr. Chandler said that the Wabash desired rates to Kansas | ceived a telegram from Mr. Goodman, of the Central 


City to be the same via Quincy,and Hannibal, as via St. 
Louis. It did not wish to aictate the rate via Chicago. 


Pacific, saying that he thought that his company could 
‘consistently comply with Article 9.” He understood that 


Mr. Lord suggested a compromise rate for all the different | the Baltimore & Obio declined to sign the agreement; that 


fare lines, on a basisof common rates to Missouri 
points by all routes, which he thought{practicable; the West- 
ern lines would adjust their differences. 

The subject was postponed. A motion was made by Mr. 
E. A. Ford and seconded by Mr. A. J. Smith, tnat all 


River | the Erie first approved and then withdrew, and that the 


Chicago & Alton and the Rock Island objected to certain 
features of it. 

Mr. Pierson therefore telegraphed to Mr. Goodman to 
enforce the agreement, and notified the general passenger 


Jines in the Joint Executive Committee restore rates to] agents of the Grand Trunk and the companies in the Lowa 
tariff May 31, and that before that date notice of the rules | Trunk Lines Association.] 


of the Committee in regard to passenger business be given 
to all the lines within its territory; and that violations of the 
agreement by lines outside as well as those in the Com- 
mittee, be reported promptly, investigated by the Chair- 
man, and the penalty apphed 

This resolution was discussed and amended, but it being 


The consideration of the division of business and earnings, 
which was the chief work of the meeting, but the result of 
which are not reported (except that the divisions were made 
of all the business heretofore pooled), having been resumed, 
it was agreed to attempt the extension of the present 
methods to interior points in the territory of tbe Joint Exe- 


thought best to confer first with the offending lines, it was | cutive Committee, and the following were suggested as 


not passed. 

The Western lines whose representatives had accepted the 
invitation to attend and discuss the extension of the agree- 
ment to Missouri River points were requested to consider 
the subject in their local associations and endeavor to inter- 
est other companies and to meet the Joint Executive Com- 
mittee afterwards when full statistics could be presented. 

Mr. Pierson on this subject said that the effort at what at 
first seemed iropossible was tben full of encouragement. 
During the year that the measures of the Joint Executive 
Committee had been in force there had been an increase of 
about $4,000,000 (more than 20 per cent.) in the earnings of 
the lines west of the trunk line termini. While these meas- 
ures bad been experimental and to some extent crude the 
results were such as to warrant sanguine expectations for 
the future, with the fuller accord and improved methods 
which would result from experience. 

The irregularities in rates from the Pacific Coast were 
taken up, and a resolution was offered reaffirming an agree- 
ment by the local agents on that coast dated at San Fran- 
cisco, April 23, as follows : 

“The undersigned, as representatives of the several 
railway companies set opposite their respective 
names, agree to form an association, the purpose of which 
shall be the maintenance of the rates established from time to 
time by the Central Pacitic Railroad Company, in tee man- 
ner and to the extent set forth in the subjoined resolutions 
and articles of agreement, and such others as may be from 
time to time adopted by the Association. 

‘* This Association shall be known as the Pacific Coast Pas- 
senger Agents’ Association, and it shall exist for one year 
from May 1, 1883, it being understood tbat the Agent ot any 
line, party hereto, may withdraw herefrom upon 60 days’ 
written notice to the Arbitrator hereinafter provided for. 

** ARTICLE 1. That D. W. Hitchcock is hereby appionted 
Arbitrator and Secretary of this Association, his appoint- 
ment to take effecton May 1, 1883. (Theduties and powers 
of the Arbitrator shall be hereafter decided upon. They 
shall be so defined as to provide against the posibility of 
discrimination on his part ) 

‘“ ARTICLE 2, That the tariff of rates published by the 
Central Pacitic Railroad Company for the sale of tickets 
to all eastern points shall be strictly maintained. 

‘* ARTICLE 4. That no commission, rebate, or any valuable 
consideration whatever shall be paid to any one who is not 
the authorized agent of a railway company. 

‘*“ Where exception is made in favor of so-called ‘con- 
tracts,’ and ‘excursions,’ the business secured through such 
‘contracts’ and ‘excursions’ shall be offset against all 
lines interested by ticket agents of the Central Pacific Rail- 
road Company at the request of the Arbitrator. 

** [Definition and scope of term ‘ offset ” shall be hereafter 
decided upon.] 


important points: 

Routes between Chicago and Pittsburgh and Cincinnati 
and Pittsburgh, and those between seaboard points and 
Indianapolis, Columbia, Terre Haute, Cleveland and Day- 
ton; between Dayton, St. Louis and Dayton; Indianapolis 
and Cincinnati; between Sandusky and Muncie, Sandusky 
and Cincinnati, and between Buffalo and the West. 

The Chairman was requested to call several meetings at 
Cincinnati, Indianapolis and Chicago for considering these 
matters. Mr. Geo. W. Smith (Lake Erie & Western) offer- 
ed the following: 

‘Resolved, That the Chairman proceed, under Article 9 of 
the agreement for passenger pool, and ask all roads in the 
territory between Pittsburgh, Buffalo, Chicago, St. Louis 
and Cincinnati, to furnish a list of differential rates desired, 
a statement showing the number of passengers, revenue, 
and revenue per mile in detail for the vears 1881-2, of all 
competitive business between all points reached by two or 
more roads, and that when such figures are received, the 
Commissioner be requested to furnish statement showing the 
totals and percentages of each road of the gross competitive 
business done during those years. Within twenty days after 
such statement is turnished,the Commissioner shall call a 
meeting of all roads interested, to agree upon percentages 
and differential rates, and the carrying out of the proposed 
agreement in good faith.” 

The resolution led to an animated discussion. It was 
finally decided that however desirable such an arrangement 
might be, it was impracticable to do so much at once, and 
that the successive steps must first be taken. It was there- 
fore laid on the table. 

The Chairman was requested to call on the roads in the 
Committee for statements of all the business into and across 
that territory to and from points west of the territory 
covered by the Committee roads, not including business 
south of the Ohio. 

Mr. A. 8. Smith brought up the following complaints : 
The sale of first-class tickets with ordinary limit, by the 
Cincinnati, Hamilton & Dayton, from Cincinnati to Boston, 
which enable holders to stay over at Niagara Falls: Grand 
Trunk excursion tickets from Detroit to Portland; person- 
ally conducted excursions to Niagara Falls from Cincin- 
nati to Niagara Falls. The last was referred to the Cincin- 
nati Committee, the other two to the Trunk Line Com- 
mittee. 


Joint Executive Committee Freight Meeting. 


At the meeting held in New York May 15 and 16 last all 
companies in the Joint Executive Committee were repre- 
sented except the Boston, Hoosac Tunnel & Western, the 
Chicago, Burlington & Quincy, the Cincinnati, Indianap- 
olis, St. Louis & Chicago and the Troy & Boston; and there 





were also present the managers of the principal freight 
lines, the joint agents at Chicago and St. Louis, and repre- 
sentatives of three companies which are not members of 
the Committee, The following is the official report of the 
proceedings : 

MR. FINK’S ADDRESS. 

At the conclusion of, the roll-call the Chairman said: 

GENTLEMEN: This meeting has been called in accordance 
with the resolution passed at the meeting of the Joint Ex- 
ecutive Committee beld April 28, and for the purpose of 
perfecting the agreements for the strict maintenance of 
rates which were entered into at that meeting. The meas- 
ures proposed for adoption are; First, to define more spe- 
cifically the responsibilities of fast freight line organizations, 
and second, to perfect the agreements for the division of 
traflic from the various trade centres in the West. 

The subject firstnamed is to be considered at to-day’s 
meeting, and the others at to-morrow’s meeting, and on 
subsequent days, if necessary. 

The difficulties heretofore experienced with the fast 
freight line organizations have arisen principally from the 
old rule that fast freight line agents shall be under the con- 
trol of the reads upon which the freight originates, and that 
the management of such initial roads is responsible for the 
acts of suchagents. It was necessary to adopt and act upon 
this rule at a time when there was warfare between the dif- 
ferent competing rouds—when the officers of the initial 
roads, being on the ground, were the best judges as to the 
competitive rates to be made from day today; but this rule 
is to-day entirely unnecessary, and, in fact, is in antagonism 
to all the rules and regulations made since the organization of 
the Joint Executive Committee. By these rules, the control 
of competitive rates has been taken from the individual 
members of the Committee, aud placed in charge of the 
whole Committee; so that no one member, under existing 
agreements, has the right to vary from the established 
rates in any particular. Experience has shown, however, 
that this rule is often violated by initial roads, and, strange 
to say, the line agents, who represent not only the initial 
roads, but all the roads in the route, are made the instru- 
ments for violating these rules, although such violations 
are in direct oppusition to the interests of the companies 
in the route wae are in favor of and insist upon the strict 
maintenance of rates. It, therefore, appears that these 
line agents, although they are in the pay of those com- 
panies, act in direct opposition to their interests, and also 
in opposition to the organization of the Joint Executive 
Committee. 

These facts being recognized by the Committee, this meet- 
ing is to determine more specifically the obligations of line 
agents and to adopt means for holding such agents responsi- 
ble to the Joint Executive Committee for their action in all 
matters upon which that Committee legislates. The partic- 
ular methods to be adopted, of course, remain to be de- 
vised by the Joint Executive Committee; and, inconnectiou 
with this subject, the resolution passed at the last meeting. 
providing that no rebate vouchers shall be paid by any of the 
roads or fast freight line organizations, except with the full 
approval of this office, should also be further considered, and 
the details arranged. It would seem that the best plan for 
controlling this matter would be to bave all vouchers for re- 
bates, drawbacks, overcharges and compensation for agents’ 
services submitted to this office before payment, and audit- 
ing sheets of the approved vouchers made out for each road ; 
and that the auditors should not be authorized to approve, 
or the treasurer to pay, any vouchers not so approved, 
commencing with the business of May 1, 188%, as provided 
in the resolutions. In order te carry out this plan it would 
be necessary to have the auditing sheets on al] business after 
May 1 made separately from those relating to business prior 
to May 1. Lonly make this suggestion as a starting point 
for further discussion. 

There was left over from the last meeting for further con- 
sideration the subject of the revision of the east-bound per- 
centage table. The report of the committee was submitted 
at the last meeting, but has not yet been finally acted upon, 
as it failed to receive the unanimous vote of the Committee. 
The parties opposed to the revision are the Grand Trunk, 
Wabash and Michigan Central Railroads. The present basis 
makes lower rates per miie from Detroit and Toledo than 
from Cleveland, and this injustice in the adjustment of the 
percentages has given rise to some good cause for the evasion 
of the established tariffs, which cause should be removed. 
If it is not desirable to increase the percentages of Toledo 
and Detroit, it will be necessary to reduce the percentage of 
Cleveland, and, perhap: other lake points, or points affected 
by the lake. Although, according to the rules of the Com- 
mittee, the duty of deciding the question devolves upon the 
Chairman, I consider the subject of sufficient importance to 
receive further consideration at this meeting; aud, of course, 
whatever decision the Chairman may make is subject to 
revision by arbitration. 

Another subject left over from the last meeting is a resolu- 
tion in regard to the character of certain agencies establish- 
ed by some of the members of the Committee. The quest- 
tion is whether it is proper to appoint as agents for trans- 
portation lines parties who are actively engaged in dealing 
in the eomanelitine to be transported, and who virtually 
control the shipments on account of their business connec- 
tions. In such cases the compensation paid, although it may 
be a fixed salary, is looked upon as a consideration given 
for securing shipments tothe particular line which such 
agent represents, and which prevents that fair competition 
on the footing of eqnality between the transportation lines 
which all have a right to expect. Whether cases of this sort 
come under the restrictions already imposed by the Com- 
mittee, providing that no commissions shall be paid to agents, 
or whether new rules have to be made covering such cases, 
is to be decided by this meeting. 

Since the last meeting was held, charges of fictitious bill- 
ing in two cases have been investigated, and the Evansville 
& Terre Haute Railway has been found guilty of fictitiously 
billing two shipments of staves, which were represented as 
through shipments from Nashville when they were shipped 
from Evansville ; one in the latter part of March and the 
other on the 16th of April. The same penalties as were 
applied at the last meeting to tbe Peoria, Decatur & Evans- 
ville and Louisville, New Albany & Chicago railways will 
be enforced against the Evansville & Terre Haute Railway, 
viz.: a suspension of ten Gays for each offence, Before 
making the official announcement, an opportunity will be 
afforded this company to show why the rules and regula- 
tions of the committee should rot be enforced, 

The other case isa charge of fictitious billing against the 
Indianapolis, Bloomington & Western Railway on a ship- 
ment of corn billed as from Galioways, Ohio, and also a 
shipment of corn billed as from Lilly Chapel, Ohio, which 
it is claimed did not originate at the points named. As the 
Indianapolis, Bloomington & Western Railway has failed 
to make a satisfactory explanation of the charges, as called 
for by this office, an opportunity will be afforded them to 
present their case before this meeting, and to show why the 
rules of the Committee should not be enforced against them; 
and, if they are unable to do so, notice of their suspension 
for ten days for each offense wiil be given. 

It is proper to say that besides these specific cases, reports 
have been made to this office that rates have not been main 





tained atsome other points, but the charges have not been 
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defined, and cannot be substantiated. But these charges in- | the Commissioner 
dicate a general uneasiness and want of confidence between } cers of 
the roads which it should be the object of this meeting to 
remove; therefore, a free exchange of views on this point, 
and a candid exposition of all the facts, should be had now, 
with the view of insuring the stricS miinteaance of rates 
during the summer season, when, it-must be acknowledged, 
the business will be comparatively small, and the induce- 


; and the disbursing and ac menting offi- | Evansville; that the Indiana, Bloomington & Western Rail- 
such line organizations shall submit to the Commis- | way had fictitiously billed two shipments of corn, one from 
sioner a m snthly statement of the vouchers which they have | Galloways, Ohio, and the other from Lilly Chapel, Ohic; 
| paid, which statement shall be certified to by said account- | and also that the Scioto Valley Railway, a road not repre- 
jing officer, as embracing all the vouchers on which dis- sented on the Committee, bad practiced fictitious billing. 
buisements have been made during that month. He said that the penalties | provided in the resolution adopted 

*‘ Resolved, That the foregoing resolutions shall be in| at meeting of April 26, 27 and 28, 1883, would b+ enforced 
| effect os to business subsequent to April 30, 1883, and that | against these three companies, unless they could satisfy the 


ments for cutting rates accordingly greater; but past expe- | the line managers shall prepare separate accounts and audit | whole Committee that there were gvod reasons why said 
rience shows that it is to the interest of all the roads, under | sheets, oue to cover business prior to May 1, 1883. and the | penalties should not applied. 

these circumstances, more than under any other corditions, | other business on and after that date. H. C. Buy®, Mr. Grammer stated, that the two shipments of staves re- 
to strictly adhere to the established tariffs. ‘““W.S. Sprers, Secretary. Chairman.” ferred to were in reality a single shipment by one shipper to 





In addition tothe subjects already mentioned, there are 


; one consignee, though make on different days. 
some of minor importance which require the attention of 


that it was not a continuous shipment from } 


REVISION OF EASTBOUND PERCENTAGE TABLE. He admitted g 


Nashville to the 


On motion, it was 


the Committee. The adjustment of tobacco rates from : That th ts fu a eth seaboard, as representedon the way ners but he claimed 
landings on the Ohio River should be remodeled, and the I omeen = table t \apreet gis te pelt 004 he aa ae rose that the staves originally came from Nashville by river to 
particulars of this subject wilibe laid before you at the | und percentage table be again referred to the special com-| Evansville, and although they had been stored for some 


mittee which he id the subject under conside eration at the last | 





proper time. 

\nother question which has orisen is in regard to the 
maintenance of rates to Montreal. Until recenity, I betieve 
the Grand Trunk Railway has been the only read to Mon- 
treal. There are others now, and there should be a better 
understanding in regard to the maintenance of rates to that 


meeting, and that the Classification Committee shall act in 
connection with the aforesaid committee, for the purpose of 
fixing the percentages from all interior points. 

In the session ot May 16, Mr. Gray, Chairman of the spe 
cial committee, 
April 28, 


en made to the meeting of 


| be considered a through shipment from that point. 
| come locally t 
subinitted a majority report reaffirming the | rey locally to 


| months at Evansville, they had not changed ownership. 

The Chairman said, that though the property might liave 
come from Nashville at some time, the shipment could not 
It had 
Evansville, and was clearly subject to the 
rates from Evansville, when reshipped. 





tariff 


point. At present there seems to be a disposition to disre- br meng saan lati ce aN it that the | “In the matter of the charge against the Indiana, Bloom- 
gard the rates which have heretofore been considered as the commi ‘cquntlyees: ¥ eae rs fed the t Ape tedbeedne Port ington & Western Railway, Mr. Diehl said, that he had 
established tariff to Montreal. percentage and recommended that the percentage of Port) been absent from his office for some time, and had been 


In regerd to westbound rates, there 
pression that while these rates are strictly adhered to by 
the trunk lines, they are not maintained at the present 
time by all connections, and measures should be adopted fox 
the protection of the westbound business, in connection with 
those regarding the eastbound business. 


seems to be an im 


Huron be the same as that of Detroit and Toledo. 

Mr. Gray said that Messrs, Seargeant, Grier and Hopkins 
did not join in the recommendation of the majority of the 
special comninittee. 

The report of the committee was received. 

Mr. Seargeant said that, representing the Grand 

Lailway, 


yy unk 


unable to make a thorough investigation of the charge. He 
would therefore ask a few days further delay. 

The chairman said that action would be suspended for one 
week, in order to afford Mr. Diehl an opportunity for 
further investigation. 

With regard to the charges against the Scioto Valley 





I have also to announce that the Allegheny Valley Rail he was opposed to the adoption of the committee’s tailway, Mr. Cochran said that he had investigated the i 
road and the Chicago, St. Louis & Pittsburgh Railroad | ™comme sidation, as he believed that the proposed change frome anit temiiten dheden te thn sealed. te wadereoal Py 
have applied for membership of this committee, and if there | WOUld be unjust to the commercial interests of tke city of | that Mr. Archer, of the Scioto Valley Co., had given his 
is no objection to their becoming members, they will be oe ~ — it ; ge d ae nder ne nage st the — ~ | assurance that the practice would be discontinued. 
considered as such from this date. ment of rates Irom all interior points which are based on} Qn motion, it was 

These are the several subjects before the me eting, and the Detroit rates. He also objected to any change in the I ‘ort ‘ Pesolved. That the three Cases referred to shall be deat 
Cominittee is now ready to proceed to busiuess. meer perenne. .> wt. <n pece roca rd Sea with by the Chairman and Standing Committee, in the 

rhe . * » r ves i = 1 Bs = ” 

lhe subjects to be considered to-day are of a general | Xisting percentages discriminated unfairly against Cleve-| manner provided by the existing rules ‘and agreements. 
character pertaining to the business of all the roads repre- land interests, he ‘would not object to the percentage from | The question having arisen as to what business is subjec t 
sented on the Joint Executive Committee, and if we get | “at point being reduced. to the penalties impused by Circular No. 456, Mr. Gray 
through with those matters to-day, we can take up to-mor- Mr. Gray and other members advocated the adoption of | jip.1, d the following resolution, which was adopted: : 
row the specific subjects, such ‘as the pools from Chicago, | the © ry i : > ie one we a ‘eo rg ny proper | «Resolved, That the penalties to be applied for violations i 
St. Louis and Cincinnati; but, if necessary, a part of to- — Lagan ot : “i <a weed poe “es tects a of the agreement of Feb. 21, 1883, as provided for in reso- é 
morrow will be devoted to the general subjects in) which all | Se'Ve": pedeehaes rita SA suena Tallent aR a it at llr Sd ions ado ‘ eting of April 26, 27 28, 1883 g 
oh ‘ Ry Is vit terested 5 ‘ gi da ? due advantage over competing ports, and this injustice —— 0 pted = ee oP ee 1 — 4, “ ~ ; 

fr epessnre! “ee : as , tal the | Should not be longer continued. — shall apply to = interchange “ cantons — through cars ' 

niess you wish to make a change we wi ake up the]° " ainege ile : on eastbound through business destined to t 1e western ter- 
st bj-cts in the order in which I ene moantioned th at the It was then moved that the report of the committee be | jini of the ptr a 4 on po enak Ghenect * A 
. + . yk. . s . cy . * bs: eke lk »pte a] . oJ 
first of which is the instructions to be given the line man- | : ; Stee) salen i 
agers and rules to be adopted for the future. under which| Mr. Hopkins moved, as an amendment, that the percent- EMPLOYMENT OF SHIPPERS AS AGENTS. 3 
their responsibility shall be fixed. The diticultv has been | 2g¢8 from the points in question be computed upon the tegarding the measures to be adopted as to merchants and : 
that we have been unable to ascertain who it is that | basis ef au allowance of 2 cents for terminals, which would | others having control of shipments through their business a 
changes the established rates and makes the cuts. Some- make Detroit 76 per cent. and Cleveland 68 per cent. of connections acting as agents of transportation companies, F 
times it is the line agents. We have had one case where | Chicago. | te _ {Ww hich subject was referred to the Standing Committee for 
a line agent took it upon himself, against the instructions Upon being submitted to the vote of the Committee, this consideration and action, it eget . . 
of his superintendent and the reads for which he worked, amendment was lost. ; ; Resolved, That the Standing Committee is requested to 
to cut the rates. It is difficult to fix the responsibility. The A vote was then taken on the main question of the | take immediate action with regard to the discontinuance of 


line managers have been invited to attend this meeting, and 
I hope we will get their assistance in adopting such plans as 
may be practicable and readily carried out. 


adoption of the committee’s report, and resuited as follows : 
Ayes, 23. Nays, 5. 
The Chairman said he was compelled to decide in favor 


tobacco and cotton agencies of the character described, and 
to report their action to the Joint Executive Committee, so 
that it may take effect on Monday, May 28, 1883, and the 


Gree ie Mea ee ee of the adoption of the report of the committee. The Standing Committee is also reque sted to take action regarding 
RESPONSIBILITY OF FAST FREIGHT LINE OFFICERS, percentages recommended were based upon the well-| all other agencies of a like character and put the same in 


The first question under consideration was the instructions 
to be given the officers and agents of fast freight lines, and 
rules to be adopted fixing their responsibility regarding the 
maintenance of rates. 

After discussion, the following resolutions were unani 
mously adopted: 

** Resolved, First, That the rates established by the Joint 
Executive Committee shall be observed by all members of 
the Committee, or such other companies as are working with 
the members of the Committee under through arrange- 
ments; and that the line managers or agents are probibited 
from following the directions of any member of the Com 
mittee to vary or change rates, or from acting in any way, 
directly or indirectly, against the rules of the Committee, 
or from making themselves parties to such violation, or aid 
ing in the same in any particular; and that the line mana 
vers, ov the agents acting under them, shall be held sti ictly 
responsible to sthe toint Executive Committee for direct or 


recognized principles of short-line distances, and the allow 
ance for terminals had in these cases been reduced to the 
actual cost. 

The Classification Committee then submitted a revised 
percentage table from ali Western points, which, after 
sundry amendments, was cn motion adopted, to take effect 
on June 1, 1883, as shown in Joint Executive Circuiar No. 
OL. 

The Classification Committee also reported a correction 
of the percentage basis for rates from Port Huron to Buf- 
falo, Black Rock and Suspension Bridge. At the last mect- 
ing this basis was stated as 50 per cent. of the Boston rate, 
when it should have been 40 per cent., the same as Toledo 
and Detroit. 

On motion, the correction was ordered to be made; 
Portecus, of the Grand Trunk Railway, 
party voting in the negative. 


Mr. 
being the only 


effect as soon as possible.” 
RATES ON CHEESE. 

The following preamble and resolution, having been 
agreed to by the roads in interest, were submitted to the 
Joint Executive Committee for approval, and were adopted: 

* Whereas, At a meeting of the Trunk Line Committee, 
March 8, 1883, the rate on cheese from Buffalo, Duukirk, 
Western New York and Erie was made 30 cents per 100 Ibs. 
to New York and 35 cents per 100 Ibs. to Boston, which 
rates affect the cheese rates from points between Erie and 
Cleveland, on the Luke Shore & Michigan Southern Rail- 
way, the Erie & Pittsburgh Railway, the Ashtabula & 
Pittsburgh Railway, the Painesville & Youngstown Rail- 
way and the Buffalo, New York & Pittsburgh Railway, 
south and west of Corry and Warren, Pa., and points in 
that vicinity ; it is 

** Resolved, That the x 


rate from Erie, Pa., and points be- 


indirect violations of agreements. ADJUSTMENT OF TOBACCO RATES. tween Erie and Warren, inclusive, be made on tariff basis, 
‘ Second, That all vouchers for overcharges, rebates, The adjustment of tobacco rates was, on motion, referred | viz.: 86 cents to New York, 34 cents to Philadelphia, 41 
draw backs and compeusation for services, and the auditing | to the following committee: Messrs, Duncan, Chairman; Ct. cents to Boston. 


sheet upon which settlements are made by the various com- 
panies in any line organizations on all business passing over 
the roads on or after May 1, 1883, shall, before payment, 


G. Cochran, G. J. Grammer, A. H. McLeod, R. Frasei', 
EK. B, Stahlman, F. H. Kingsbury and G. L. Bradbury. 
The committee subsequently reported as follows: 


‘The above arrangement to take effect on and after May 
26, 1883.” 


WITHDRAWAL OF CHICAGO, BURLINGTON & QUINCY RAIL- 


be submitted to the Chairman of the Joint Executive Com- ‘That on and after Monday, May 28, 1883, the foliowing ROAD. 

mittee for approval; and that the Auditor and Treasurer of | rates shal] be charged to New York on unmanufactured The tial ni-tien, tains en , 
any company shall not approve or pay, or cause to be paid, | tobacco and tobacco stems, in hogshea@s or cases, viz: ai te nee Chi ° — “B or ii ae in “x ‘Gene of the Commit- 
any such voucher until so e, that the Chicago, Burlington & Quincy Roilroad had 


approved 
* Third, That the Chairman issue such instructions from 
time to time as may be found necessary to carry out in de 


*From Cincinnati 3° cts per 100 Ibs. 


given notice of their withdrawal from membership of the 
Joint Executive Committee, to take effect June 1, 1883. 
Che Chairman said the business of the General Committee 


tail the intent and spirit of the above resolutions, and for ; : . 
‘ 4 Pantie 4 had now been conclude ( t oo go, S 

that purpose he shall confer with the proper officers of the ie : ; 40 and Cine senha sins dp = Bese hs yen focos ae 

companics or line organizations as to the most practicable afterwards changed to 3 tions which had arisen at those points, and that the subject 


method of enforcing the same. 





of the formation of divisions of traffic from other points in 


“ Fourth, That the foregoing resolutions shall apply to | * Fr vuis and other East Missis-/ ,. the West would be considered, and, as far as possible, meas- 
both eastbound and westbound traftic. sippi River points......., : ; ures adopted to put them in effect. He asked that the repre- 
On motion of Mr. McCullough it was ‘It is understood that these rates are to be charged from ; 


‘Resolved, That a special committee be appointed to pre 
pare and recommend to this Committee a detailed plan for 


the depots of the various lines at all the points named, and 





sentatives of the initial roads at Indianapolis, Peoria, Evans- 
vilie and any other points at which it was desirable to estab- 








| are to apply on ail tobacco, or tobacco stems, originating at lis h divisions o ¢, shoul 2e 
the government of line organizations, under the foregoing | or passing through those points from points beyond.  To- ay 17 1883 f tratti ould meet at this office, Thursday, 
resolutions.” bacco rates, as given in rate sheets Nos. 837 and 38, will be|~ : 


The Chairman appointed as such committee the general 
freight agents of the five trunk lines and the general mana 
gors of all fast freight lines, Mr. H. C. Blye, General Agent 
of the Joint Executive Committee, to act as Chairman. 

\t the session of May 16 this special committee submitted 
the following report, which was unanimously adopted : 

* For the purpose of carrying into effect the spirit of the 
second clause of the resolution referred to it, your Commit- 


tee recommend the adoption hy the Joint Executive Com-| by the Chicago Comittee at their meeting of July 27, Between 
mittee of the following resolutions : 1882. that the rates to Montreal should be the same as to | “Cineinnati and New York: 

‘ Resolved, First, That Article 2 of the main resolution be | Philadelphia untilthe Grand Trunk Railway should give First Second Theat 
amended so as to permit the payment of pay-roll and other | Potice that they desired them made the same asto Baltimore, | = class. class, rical. 
salary and expense vouchers prior to approval by the Com- and stated that as there had been some complaints that | | N x. Pe. ORO Paes wosci cc cas $16.00 $15.00 $13.60 
missioner. . Montreal rates had been cut on export business, and as there | C.. W. V. & B. and B. & 4 : 16.00 15.50 13.60 

‘Second, That all vouchers for payments of any nature | Were other lines now working to Montreal besides the Grand | (>. C..C & FT and N.Y. C. or Erie. 17.00 15.50 12.00 
and all papers e . ‘ | Trunk Railway, it would be well for the Joint Executive | C->C..C 1 and N. ¥ . C. or Erie 16.00 15.50 13.60 2 
all papers entering into the month!y accounts, as pré : : sate . ¢ |p. Cc. & St. L. and Penna.. 18.00 16.00 14.40 ¢ 

sented to the general treight agents at the monthly meet- | Co™mittee to take definite action on the subject at this time, | _~" ~~ bal 
ings, shall, before being entered upon the auditing’ sheets, | im order that there might be aclear understanding of the | * Eastbound. 4 
be submitted to the Commissioner for his approval ; and | Matter. ; ‘ ‘ | Cincinnati and Albany: 4 
that the Commissioner shall send a representative to the} Mr. Seargeant said that it was his understandiug that the | N.Y. Penna. & O. and Erie 16.00 15.00 13.20 AS 
monthly meetings, who shall check the auditing sheets and | @freement of July 27, referred to by the Chairman, was | Buffalo and N. Y. Cen....... ........ 17.00 15.50 13.60 + 
see that they do not embrace any disbursements which have | Still in force. I. _Cincinnati and Boston: ae 
not been approved by the Commissioner, and shall certify to Mr. Gray said that to remove all mis “appre ‘+hension on the | . Penna. & 0. and Erie...... 19.00 17.00 15.60 2 
that fact upon the audit sheets. And that the disbursing | SUbject he — offer the fotlowing resoiution: But Talo and N. se eeeeeeee 26.00 17.50 16.00 
officers of the several roads in the line, cr any of them, shall “Resolved, That the eastbound rates to Montreal from | _ St. Louis and ‘os w York: 
not make any money settlements, either partial or final, through points in the W est shall be not less than the rates | Vandalia and Penna.............. 20.25 19.40. 
with any of the line mauagers, except upon suc u audit | t° Philadelp hia, as provide in the report of the Chicago = em eer RE. o SEAS RSE ee 19.75 19.00 
sheets, nor upon them until they are so certified by the | Committee, made on July 1882, and the Chairman shali | \. are “ = ear ind B&0_, 50 75 go 18.50 
Commissioner’s representative. notify all parties accordingly. tmaa (242 aici” ims — 

‘ Third, That lines which do not settle all or any of their Adopted. Sane seh tt RS 5 18.50 18.00 
accounts through the medium of Jine meetings shall submit INFRACTIONS OF AGREEMENT OF FEB. 21, 1883. Wabash, I.. B. & W. an | Sandusky. .... Sete, Patten orn 
to the Commissioner, for his approval, all vouchers for pay-}] The Chairman stated that the Evansville & Terre Haute |!.&S8t.L ‘and N.Y.C.. . ..-.eeee 295 19.75 19 00 
ments of any nature on account of transportation, and shall | Railway had been found guilty of having violated the agree- | } < ~ . an ae rie Wand B eo... 22 19.00 18.50 
not make to any person any payment (except as provided in | ment of Feb, 21, in that they had fictitiously billed two|y eo Lc’. C.. ries ¥Y v0.75 18.50 18.00 
paragraph 1) which has not been previously authorized by | shipments of staves from Nashville when they originated at| “p.¢ 01’... palate 3 ee 18.50 18.00 


abrogated on and after date named ” 

Mr. Hopkins moved toamend the report by making the 
rate from Cairo 43 cents per 100 Ibs., which was agreed to 
by the Committee. ; 

The report, as amended, was then adonted. 

EASTBOUND RATES TO MONTREAL. 


The Chairman referred to the understanding arrived at 
























The general meeting of the Joint Executive Committee 
was then adjourned. ALBERT FINK, Chairman. 
C. W. BULLEN, Secretary. 





The New Differential eke. 


The following is the new table of differential rates which 
went into effect May 15: 
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St. Louis and New York: 
First Second  Theat- 

















class. class. ricai. 
Ke ke rere $20.75 $18.50 $18.00 
9. BE, 08 TB, EO icc ccscccvcccee . sao 18.50 18.00 
0. & M., N. Y., P. & O. and E ..-. 20.75 18.50 18.00 
oe a 3 Serer 20.75 18.50 18.00 
*C.& A..L.E.& W.andL.S.&M.S Giawes he ee 
St. Louis and Albany: 
UY 8S SO eee 19.75 18.60 
Ind. & St. L. and N: Y. Cen.......... 19.75 18.60 
O. & M., N. Y., Pa. & O. and Erie.... 18.75 18.20 
G&A. anal: BBW... cccccsccre MER 18.75 18.20 
St. Louis and Boston : 
Wabash and N. Y. Cen............... 21.75 20.60 
Ind. & St. L. and N. Y. Cen.......... 21.75 20.60 
O. & M., N. Y.. Pa. & O. and Erie.... 20.75 19.80 
se ee ae Of See 20.75 19,80 
St. Louis and Philadelphia: 
Van‘alia and Penna......... 5 22.75 meee naa 
8 pe ee ee 21.00 Ewes) + inne 
St. Lowis and Baltimore and Washington : 
Vandalia and Penna ..............-.- OS Se 
cE ain ss 6 cece cnnnet sen We istneen = tt ttees 
St. Louis and Buffalo: 
*Wabash, L., B. & W. and Sandusky. 16.25 15.75 15.80 
40. & A.,L.E.& W.and L.8.&M.8. 16.25 15.75 13.80 
St. Louis and Cleveland ; 
Wahash, I. B. & W. and Sandusky... 13.50 12.75 11.55 
C.& A. LL. E.& W.andL. 8S. & M.S. 13.50 12.75 11.55 
*fastbound. + Westbound. 
Chicago and New York: 
Mich. Cen. and Erie................... 18.50 16.06 15.40 
L. 6. BB. weed Bile... ccccsscsese 18.50 16.00 15.40 
M2 ee i eee 18.50 16.00 15.40 
P.F.W.&C (Erie & Chicago Line)... 18.50 16.00 15.40 
Bs es SE EBs Re Wi sncekdecceccseccsccke GD 17.00 16.00 
Se Ry ey eee 20.00 17.00 16.00 
Siete nis Mads BP hin Aeneean cs gmeeke 18.50 16.09 15.40 
P., F.W.&C. and Peas ..cc.cceoces .. 20.00 17.00 16.00 
Chicago and Albany: 
ce Gs es SO nk vas chia recesa 16.65 15.40 13.90 
P., F. W. & C (Erie & Chicago Line) 16.65 15.40 13.90 
Mich. Cen. and N. Y. Cen.... » sos Bee 16.15 14,50 
L. S. & M. 8. and N. Y. Cen ......... 18.15 16. 14.50 
Chicago and Boston: 
C. & G. T. and Erie... seeks See 18.25 17.00 
P., F. W. &C. (Evie & Chicago Line).. 20.50 18.25 17.69 
Mich. Cen, and N. Y. Cen........ ... 22.00 19.06 17.60 
L. 5. &€ 0.8. and N. ¥. Oom......... 22.00 19.00 17.60 
Chicago and Philadelphia : 
Le Gee ee 
po ee ee re 


Differential fares to and from Louisville and Nashville 
are based on the fares quoted above to and from Cincinnati. 

Che fares quoted above, St. Louis to Buffalo and Cleve- 
land also St. Louis and New York via the Wabash, I., B. & 
W. and B. &. O.. via Wabash, L., B. & W. and N. Y., P. & 
O.; vial & St. L., 1, B. & W. and B. & O., and via IL. & 
St. L,C.,C., C. & Ll. andN. Y., P. & O., took effect Dec. 7, 
1882. Those quoted Cincinnati and New York via C. W. & 
B. and B. & O., Cincinnati to New York via C., C., C. & L. 
and N. Y. C.. or Erie, New York to St. Louis via O. & M. 
and B. & O., St. Louis to New York, ria O. & M. and B. & 
O., took effect May 15, 1883. 


THE SCRAP HEAP. 
Locomotive Building. 

The Mt. Savage Locomotive Works at Mt. Savage, Md., 
send to the Chicage Exposition a passenger locomotive of 3 
ft. gauge, with 12 by 20-in. cylinders and 50-in. drivers. It 
weighs 21!¢ tons in working order. The shops are building 
two engines for the East & West Railroad of Alabama, in 
addition to one delivered to that road three months ago. 

The new shops of the Dickson Manufacturing Co. in Scran- 
ton, Pa., are now completed and in full operation. These 
shops and the works of the company at Wilkesbarre are 
now fully employed on orders. The company recently 
shipped a locomotive to the Chicago Exposition. 

Car Notes. 

The Harlan and Hollingsworth Co, in Wilmington, Del., 
has just completed five passenger cars for the New York 
Central and Hudson River road. These cars are 54 ft. 
long, § ft. Gin. wide and 8 ft. 11 in. high, with 18 windews 
on each side. They are furnished with the Westinghouse 
automatic brake and have Miller platforms. They are 
mounted on six-wheeled trucks with 42-in. steel-tired wheels 
of the Paige pattern. The cars are very handsomely fitted 
and are provided with a wash-room besides the usual saloon. 
They have Searle patent heaters. 

The North Carolina Car Co. at Raleigh, N. C, has just 
completed a lot of narrow-gauge freight cars for the Danville 
& New River road. 

The Cincinnati, Indianapolis, St. Louis & Chicago shops 
in Cincinnati have just completed a reclining-chair car, 
which will be sent to the Chicago Exposition before it is put 
on the road. 

The Pullman Co. has completed several sleeping cars to be 
used on the Rochester & Pittsburgh road. 

{t is said that the Burton Stock Car Co. has secured a con- 
siderable addition to its capital. 

Bridge Notes. 

The Keystone Bridge Co. in Pittsburgh has taken a con- 
tract to build an iron bridge with two spans of 160 ft. each 
over the Whitewater River near Valley Junction, O., for 
the Cincinnati, Indianapolis, St. Louis & Chicago road. 
Iron Notes. 

There seems to be very little doubt that the workmen and 
manufacturers will not agree Upon a scaleof prices before 
June 1, and that there will be an extensive strike in iron 
trade in Pittsburgh and west Of that city. The duration of 
the strike it is impossible now to foresee. 

The Indianapolis Rolling Mill Co. is making 2,000 tons of 
iron rails for the Mississippi, Terre aux Boeufs & Lake 
road. 

The Harrisburg Nail Works in Harrisburg, Pa., are now 
making nails of Bessemer steel. 

The Scranton Steel Company now has its worksin Scran- 
ton, Pa., in nearly full operation. In the rail mill tbree 
steel rails are rolled at once, and four will be rolledfat once 
when the mill is in full operation. The works use as fuel 
culm or coal dust from a mine close by, which is burned on 
a patent grate. This fuel costs only 10 cents per ton at the 
mice, 

The Novelty Foundry Co. has been organized in Youngs- 
town, O , to make car wheels and general castings. 

= Joliet Steel Co. in Joliet, Ill., has put its No. 2 furnace 
into blast. 

On Monday, May 14, the Pittsburgh Steel Casting Co. 
turned out in 10 hours 6% tons of 2,240 Ibs. of steel blooms, 
none of them larger than 4 by inches, They report that 
Hainsworth’s new process for heatingsingots costs them per 
ton less than 3 cents for fuel and 4 cents for labor.—Amer- 
ican Manufacturer. 

Tbe Allentown Rolling Mill Co. in Allentown, Pa., is 
turning out the iron work fora new light-house. 

The Bethlehem Iron Co. in Bethlehem, Pa., has declared 
a dividend of 6 per cent. on the stock. 

The Chicago Splice Bar Mill is running full double turn 
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on orders. Some new machinery has lately been added to 
the mill. . 

The Bulletin of the American Iron & Steel Association 
says; ‘‘We are informed that on April 17 the Pennsylvania 
Steel Co’s rail mill made an unusally large run. During the 
hours 681 gross tons of 60-pound steel rails were rolled. 
The last turn of 8 hours rolled 240 tons. The daily average 
for the week was over 614 tons. The average daily produc- 
tion of Bessemer steel ingots in the same week was 797 
gross tons, while the largest 24 hours’ run was 820 tons. 
One turn of 12 hours produced 458 tons of ingots. 
Manufacturing Notes. ; 

The Chicago Steam Boiler Works are building six of 
Thompson’s patent boilers for a mill in La Grange, Mo. 
The boilers are rated at 50 horse-power each. 

The offices of the Bower-Barfft Rustless Iron Co. and of 
George W. Maynard, Mining and Metallurgical Engineer, 
have removed to No. 35 Broadway, New York. 

The manufacturing department of the Parrott Varnish 
Co. in Bridgeport, Conn., was destroyed by fire on the 
morning of May 17, with an extra large stock of raw mate- 
rial. The buildings containing a very large stock of manu- 
factured varnishes were fortunately saved by great exer- 
tions, and the company will be able to fill orders promptly. 


The Rail Market. 

Steel Rails.—Prices are steady at $38 to $39 for rails of 
ordinary section, and $39.50 to $42 per ton at mill for light 
rails. No large coutracts are reported, but many small 
orders for summer delivery are coming in. The mills are 
generally busy, with orders for several months on hand. 

Rail Fastenings.—Spikes are lower, and Pittsburgh 
quotations are $2.50 per 100 lbs. Track-bolts are steady at 
$3.25 to $3.40 per 100 Ibs., and splice-bars at 2 to 2.10 cents 
per lb. : ke : 

Old Rails.—The market is more active, but quotations 
continue at $23.50 to $24.50 for old iron rails at tidewater. 
British Rail Exports. 

For the month of April and the four months then ending 
the exports of rails from Great Britain to the United States 
and to all countries have been, in tons of 2,240 Ibs. : 

To United ————-April.- = -—---—Four months.—— 

1882. 1883. 1881. 1882 18833. 

yi seis 37.263 18,427 2,169 

14,459 4.5342 49,026 70494 17,053 











Total... 38,402 16.211 4.342 86.289 88,921 19,222 
To all countries: 

fron rails..... 11.460 3,421 758) «641,512 26.067 
Steel rails ... 56,4683 52.226 G3.A7L 136,859 222,642 








Total... 67,923 55,644 64,924 178,371 248,709 257,623 

The total exports to this country in April were thus 73 
per cent. less this year than last, aud nearly 90 per cent. 
less than in 1881. For the four months the exports to 
this country have been 78 per cent. less than last year 
and 77 per cent. less than in 1881, and our takings of 
iron rails have aimost ceased. 

The total British exports are nevertheless 18 per cent. 
more in April than last year, though 4! per cent. less 
than in 1881, and for the four months they are 4 per 
cent. more than last year and 44 per cent. more than in 
1881. 

In casting a spur wheel for an engine, recently. at the 
steel wo'ks of the Cambria Iron Co, at Johnstown, Pa., the 
ladle, when swung for duty, contained upward of 20 tons 
of molten steel, 15 tons of which were poured without the 
slightest obstacle intervening. This is said to be the first 
attempt at so large a cast of Siemens-Martin steel.—J/ron. 

The rolling mill of the Colorado Coal & Iroa Co. at 
Puebijo, Col., is running full double turn on steel rails for 
the Denver & Rio Grande road. 


A New Kind of Mountain Road. 

An exchange says that a tramway is to be built up Pike’s 
Peak, which will overshadow the Mount Washington Kail 
way. ‘The plan is to construct three of these tramways, 
each nearly three miles long, one beginning at the end oi 
the other. The first will start at the rear of the ironsprings 
at Manitou, Col., and the last will be terminable in front of 
the signal station on Pike’s Peak, an elevation of 14,200 ft. 
The supports will be made of trees not less than 8 in. diam- 
eter, and about 24 ft. high, braced above and below. On 
these au endless wire cable of one inch bore will revolve, 
and upon which will be fastened, at intervals of about 100 
ft. each, a large covered armchair, iu which two persons 
can comfortably sit. This will be suspended about eight 
feet from the ground, and pass at entering and discharging 
points along a movable platform to load and unload without 
stopping. The lower section will be propelled oy an engine 
at the lower end. The centre one will be driven by water 
power, utilized on the mountain side through a turbine 
wheel, and the third by an engine erected on the summit of 
the peak. 

Hurrying Up the Correspondence. 

In the office of a certain superintendent it was understood 
that when a common looking stranger entered the outer 
office and asked for the great mogul, one of the several 
young men therein employed should claim to be the official 
wanted and thus turn the bore away. The other day a 
web-footed stranger, with a business squint to his eyes, 
asked to see the superintendent, and the chief clerk promptly 
replied : 

* Yes, sir: what can I do for you” 

** Are you the man ?” 

“T am.” 

‘*No mistake ?” 

‘*Nene at all 7” 

“Then it’s all right. Six months ago one of your trains 
killed a cow for me, and you have been just mean enough 
not to answer any of my letters. Old hoss, ’'m going to 
lick $35 out of you!” 

‘* But, sir, you see 

“T see nothing but you. Prepare to be iicked !” 

And the proxy superintendent was not only mopped 
around the room and fiung into the wood box as limp asa 
clothes line, but tre cow owner kicked the other out doors 
and upset the desks and tables, with the remark: 

‘The next time I do business with this corpcration I 
want you to not only reply to my letters, but to put ‘in 
haste’ on your envelopes !’—Wal/ Street News. 





How the Turks Treat Competition with Railroads. 

A correspondent of the New York Tribune writing from 
Constantinople says : 

‘** The city of Nicomedia on the Sea of Marmora is con- 
nected with Constantinople by railroad. A line of steamers, 
subsidized by the government, furnishes an alternative route 
for travelers. A few weeks ago the steamer company put 
upon the Nicomedia line a steamer built in feeble initation 
of an American river boat—the only attemptin that dirce 
tion with which Turkish waters are cndowed. The steamer 
beat the railroad in its running time, while its superior ac 
commodations left the railroad not tie ghost of a chance. 
Everybody took the steamer and the railroad run empty 





trains. The railroad company then complained to the gov- 
ernment of the outrageous conduct of the steamboat com- 


pany. ‘The authorities decided that the railroad had a right 
to run faster than any steamer. Hence the steamboat com- 
pany had no right to use a boat that would beat the locomo- 
tives used by the company. Therefore it was ordered that 
hereafter the fast boat in question must be used only on 
lines where there is no railroad to complain.” 


Defective Brakes and Ladders on Freight Cars, 


The committee on this subject appointed by the New Eng- 
land Railroad Club, consisting of Messrs. J. W. Marden, J. 
M. Ford and James Denver, has submitted the following : 

“ Your Committee appuinted at the last monthly meeting 
to consider the subject of Defective Brakes, Ladders, Han- 
dies and Running Boards of Freight Cars, report that we 
have considered the matter, and find sufficient evidence that 
cars are defective in these parts, and we further find that 
in the Master Car-Builders’ Rules of Interchange, that if 
Rule 3 was observed this difficulty would be largely over- 
come, but in Rule 6, as acted under, all the provisions in 
Rule 3 are made inoperative, and 

‘‘ Whereas, A remedy is needed ; be it therefore 

** Resolved, That on and after Sept. 1, 1883, we will no 
accept cars with defective brakes, ladders, handles or run- 
ning boards, without the right to put in good running order 
at the expense of the road offering. 

* Resolved, That a road receiving a varded car shall have 
the right to repair the defects, enumerated on the card, and 
make bill to the road carding. 

* And, it is also further 

‘* Resolved, That the members of the club who attend the 
Master Car-Builders’ Convention at Chicago, June 12, 1883, 
be and are hereby requested to bring about a modification of 
the rules of interchange to cover the points in question.” 

The above resolutions were unanimously adopted by the 
members of the Club, present at the meeting, May 9. It was 
also voted that a copy of these resolutions be sent to the 
representatives of the New England railroads for their 
approval. If they meet their approval, they are requested to 
sign the above resolutions, state position, name of road, and 
return as soon as possible to Mr. George E. Pratt, Secretary 
of the New England Railroad Club, whose address is ‘*Fitch- 
burg Railroad, Boston, Mass.” 

The Oldest Conductor. 


The Binghamton Republican, in speaking of the ages and 
the lengths of service of tbe different conductors now on 
the Erie road says: ‘‘There seems to be no doubt that the 
oldest conductor in the United States is A. D. Thompson, of 
Owego, now a conductor on the Susquehanna Division of 
the Erie. Mr. Thompson has been with the Erie most of 
the time since 1843. Seven years earlier, in 1836, he had 
charge of the driving of two flat cars on the strap rail be- 
tween Owego and Ithaca. The cars were cumbersome and 
were drawn by two horses, tandem style. When the 
passenger coach was met near Candor on its regular daily 
trips it was drawn off the track and the cars allowed to 
pass. Mr. Thompson is now 61 years old.” 

According to this statement he must have begun on the 
road from Ithaca to Oswego when 14 years old. 

Mr. Andrew Quinton, now conductor on the New York 
Division of the Pennsylvania Railroad, began as a conduc- 
tor on the Camden & Amboy in 1835 and has been on the 
road ever since, remaining on the road when it was trans- 
ferred to the Pennsylvania Railroad Co, under lease. He 
has been a conductor for 48 years, and Mr. Wm. Coulter, on 
the same division, has run a train for 42 years, beginning 
with a local train between Jersey City and Newark ou the 
New Jersey Railroadinu 1841. There are other old conduc- 
tors, doubtless, but we do not think that three others can 
be found who have run 40 years or more on the same road, 
as have Messrs. Quinton, Coulter and Thompson. 

A New Kind of Railroad Property. 

Among the assets of the Wabash road is a fine-blooded 
bull calf, which was acquired a few days ago through the 
astuteness of Mr. McDougal, of the law firm of Shanklin, 
Low & McDougal, attorneys for the road at Trenton, in 
Grundy County. The efficiency and market value of the 
ealf are cousiderably impaired by reason of avery lame 
back; but the company yesterday telegraphed instructions 
to the surgeon in charge to spare neither St. Jacob's oi] nor 
splints, so long as there was any hope of correcting bis ver- 
tebral deflections and making bim a sound beast once more. 
The calf thus far hes cost well on to $1,000, and when the 
hospital bill comes in the total will assume proportions 
strongly suggestive of * preferred stock.” The calf orig- 
inally belonged to a Grundy County farmer, and very few 
people had any suspicion of his immense value until one day 
he attempted to dispute the right of way with the cannon- 
ball train and was projected into an adjoining field. True 
to the instinct which has characterized locomotives since 
railroads were first established, the cannon-ball engine had 
picked out the most valuable brute in the company to play 
its shatby trick upon, and the owner was nat- 
urally much grieved. He brought suit for $1,000, 
and when tbe company hastened to deny that 
the calf was worth any such figure, he went to Chicago and 
got aninvoice of expert testimony, showing that the de- 
railed calf traced his ancestry back to the bull of Bashan, 
and that the richest blood of all the Devons coursed his 
veins: in fact, that he was worthy a place in a dime museum 
because of his rare value. Mr. McDougal fought hard 
against this powerful array of scientific facts, but seeing 
that the case was hopeless he hedged with the argument 
that ifthe jury felt that it had to allow the farmer an ex- 
travagant price for the calf the company should at least be 
entitled to salvage. The jury seemed to think this a reascn- 
able proposition, and the result was that a judgment for 
#500 was entered up against the road, and the shattered 
calf was awarded to the company. The long heads of the 
law department, who have been deeply impressed by the ex- 
pert testimony, are full of the idea that if they can get the 
calf cured up and some new pieces of bide fitted into the 
rather conspicuous bald spots along his backbone, they will 
have no difticulty by aid of the depositions which figured in 
the case, in turning him over at a handsome profit, or in 
capturing some gaudy old sweepstakes with him at agricul- 
tural fairs, transportation being no object. There is some 
difficulty in determining to which department he belongs, 
but the law department will hold on to him until a circular 
is issued ordering otherwise. He will be named either after 
Mr. McDougal, who captured him, or after Jay Gould, the 
greatest railroad bull of bistory.—St. Louis Republican. 

General Railroad Mews. 
MEETINGS AND ANNOUNCEMENTS. 
Meetings. 

Meetings will be held as follows: 

Central Iowa, annual meeting, at the office in Marshall- 
town, Ia., June 6, at noon. Transfer-books close May 19. 

Centrat Vermont, adjourned annual meeting, in St. Al- 
bans, Vt., June 20. 

Concord, annual meeting, in Concord, N. H., May 29. 
The question of consolidation with the upper roads will then 


be submitted to the stockholders. 
Northern (New Hampshire), annual meeting in Whites 





Opera House, in Concord, N. H., May 31,jat 11:45 a. m. 
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Vicksburg & Meridian, adjourned annual meeting, at 
the office in New York, July 16, at noon. 


Dividends. 

Dividends have been declared as follows: 

Delaware & Hudson Canal Co., 134 per ceut., quarterly, 
payable June 11. Transfer books close May 24. 

Hanover Junction, Hanover d& Gettysburg, 2 per cent., 
semi-annual, payable May 7. 

Lehigh Coal .& Navigation Co., 21g per cent., semi-an- 
nual, payable June 6. This company increases from 2 to 
26 per cent. 


Railroad and Technical Conventions. 


The Association of American Railroad Superintendents 
will hold its fifth meeting at the Grand Pacific Hotel in 
Chicago, May 28. 

The Master Car-Builders’ Association will hold its 
annual convention in Chicago, beginning June 12 next. 
The meeting will be held in the Grand Pacific Hotel. The 
charge at the hotel to members will be 83 per day for ordi- 
nary rooms, 

_ The American Society of Mechanical Engineers will hold 
its summer meeting in Cleveland, ©., beginning Tuesday, 
June 12. Papers to be read at this meeting should be sent to 
the Secretary, at No. 15 Cortlandt street, New York, before 
the last week in May, that they may be submitted to the 
Council, and it is desirable that tneir titles be given at once 
for insertion in the detailed programmes, which are shortly 
to be sent to members. A large attendance is expected and 
opportunity may be made to visit the Exposition at Chicago. 

rhe Association of Railroad Telegraph Superintendents 
will hold its annual meeting at the Grand Pacific Hotel in 
Chicago, beginning on Wednesday, June 13. The Execu- 
tive Committee has decided to change the date to June 13. 
from May 16, the date originally fixed, in order that mem- 
bers may have an opportunity of visiting the Exhibition of 
Railroad Appliances. 

The Yard-Masters’ Mutual Benefit Association will hold 
its annual meeting in Denver, Col., June 13. 

The Master Mechanics’ Association will hold its annual 
convention in Chicago, June 19 next. Accommodations 
have been secured for members at the Grand Pacific Hotel 
at specified rates, which will be made known, and rooms 
reserved, on application to the Secretary or to Mr. E. T 
Jeffrey, Chairman of the Committee of Arrangements. 

The American Society of Civil Engineers will bold its an- 
nual convention this year at St. Paul and Minneapolis, 
Minn., beginning June 19. The full arrangements will soon 
be announced, — It is also proposed to make special provision 
for a visit to the Exposition of Railway Appliances at 
Chicago, before proceeding to St. Paul and Minneapolis. 

The American Institute of Mining Engineers will hold its 
next meeting at Roanoke, Virginia, during the first week in 
June. A detailed programme of sessions and excursions will 
be issued soon. Members are requested to send to the Secre- 
tary, Prof. 'T. M. Drown, Easton, Pa., as soon as possible, 
the titles of the papers they intend to present at this meet- 
ing. 

The General Baggage Agents’ Association will bold its 
— semi-annual meeting at the Tremont House, Chicago, 
Aug. 8. 

the New England Road-Masters’ Association will hold its 
first annual meeting in Boston, Sept. 20. Further particu- 
ars will be given hereafter. 

Car Accountants’ Association. ‘ 

The eighth annual convention of the Car Accountants 
Association began at the LaFayette Hotel in Philadelpbia, 
May 22, with some 70 members present. Mr. Asa B. 
Blakslee, of the Lehigh Valley Railroad, was elected Presi- 
dent; D. W. Moody, of the Richmond & Danville, Vice- 
president; F. M. Luce, of the Chicago & Northwestern road, 
Secretary, and H. H, Lyon, of the Chicago & Alton, Assis- 
tant Secretary and Treasurer. 

The Committee on Diseussion presented fourteen main 
questions for the convention’s consideration. After hearing 

«the report of a committee appointed to consider a clearing- 
hoase system, the question of demurrage was discussed. It 
was pretty generally agreed that none of the railroads rep- 
resented would agree to such a plan, and the matter was 
indefinitely postponed. ‘Should mileage be paid on new 
cais going loaded to owners?” was the next question, 
and was tabled after a brief discussion. The fifth subject, 
“Should not the same record be kept by each road of cars 
switched as of cars moved on the line ?” was disposed of by 
the re-adoption of a resolution adopted at the last conven- 
tion, to the effect that car accountants should keep a record 
of all cars passing over their tracks and report to owners all 
deliveries to connections, regardless of the distance the car 
is handled by them. 

The business meeting was to be continued on Wednesday, 
and on Thursday the Association was to take a trip to Cape 
May, on the invitation of the West Jersey Raijroad. 

Car-Builders’ Meeting. 

A meeting of master car-builders and wheel makers was 
held at the Tifft House, Buffalo, May 16, for the purpose of 
deciding upon the standard quality of materials for car 
wheels and the method of determining the same. The gath- 
ering was in response to a call from a sub-committee consist- 
ing of F. M. Wilder, Superintendent of Motive Power of the 
Erie ; John S. Lentz, Master Car-Builder ot the Lehigh 
Valley, and D. M. Brady of the Thatcher Car Wheel Co., to 
whom the matter was referred at the meeting held last 
month. There were present in addition to the gentle- 


men of the sub-committee, Leander Garey, Gen- 
eral Superintendent of the New York Central car 
department ; Master Car-Builder J. Kirby, of 


the Lake Shore; R. Miller, of the Michigan Central; Robert 
Potts, of the Canada Southern; E. A. Olmstead, of the New 
York Central; R. MeKenna, of the Lackawanna, and John 
Orton. The Rochester Car Wheel Co. was represented by 
Wm. Clem, the Cayuta by M. Lyman, the Lobdell by W. 
W. Lobdell, the Washburn by 8. G. Nye, the Griffin by P. 
H. Griffin, the Barnum by 8S. Ensign, the Detroit by J. H. 
Whitney, Thomas H. Griffin & Sons by Wm. Fassett, the 
Meher & Brayton by Charles Brayton, and the Page Steel 
Tire Car Wheel Co. by J. E, French. The session was a pro- 
longedone. There wasa great diversity of opinion, and after 
three or four hours of discussion the meeting adjourned 
without having reached any conclusion. The subfect will 
undoubtedly be taken up at the annual meeting of the 
Master Car-Builders’ Association in Chicago next month. 
Passenger Conductors’ Insurance Co. of the 
United States. 

The annual meeting was held in Cincinnati, May 16, with 
a fullattendance, First Vice-President George Mogford oc- 
cupied the chair. The opening address was delivered by 
Mr. M. B. Waters, of the New York Central & Hudson 
River road, 

The Secretary’s report showed total receipts of $24,390.98. 
Payments were $20,530, for assessments and $1,720.89 for 
expenses, leaving a balance of $2,140.59 on hand. There 
are now 851 members of the first series and 254 of the sec- 
end series, 

The usual routine business Was transacted and, after de- 
ciding to hold the meeting in Philadelphia next year, the 
con¥ent/o aijourned, 


New York Railroad Commission. 

The New York Railroad Commission has been in session 
in New York City for several days to investigate complaints 
received. Oneday was devoted to a hearing on a complaint 
that the present rates over the New York Central on milk 
(45 cents per 40-quart can) are too high. The complainants 


and officers of the road were heard, but no decision was an- | 


nounced, 
The Commission is now hearing certain complaints 
against the rates on dry goods to local points in the state. 


ELECTIONS AND APPOINTMENTS. 


Alabama Great Southern.—At the annual meeting in Lon- 
don, England, May 8, the three directors whose terms then 
expired, Messrs. A. B. Abraham, R. Eykyn and R. J. Hood, 
were re-elected. 


Atchison, Topeka & Santa Fe.—The following circular is 
dated Topeka, Kan., May 18: 

“Mr. A. A. Robinson has been appointed Assistant Gen- 
eral Superintendent, to take effect June 1. e will have 
entire charge of the operation and maintenauce of this road 
and leased lines; also of the Manhattan, Alma & Burlin- 
game and Leavenworth, Topeka & Southwestern railways, 
and the New Mexico & Arizona Railroad, with headquar- 
ters at Topeka, Kan. Heads of departments and division 
superintendents will report to and be governed by his orders 
from date named. Mr. Robinson still retains the title and 
will continue to perform the duties of Chief Engiueer.” 


Atlantic & Pacific.—At the annual meeting in Boston, 
May 17, the following directors were chosen: H. B. Cheney, 
A. W. Nickerson, Thomas Nickerson, A. C. Nutt, W. B. 
Strong, A. E. Touzalin, Levi C. Wade, Boston; W. F. Buck- 
ley, J. D. Fish, Jay Gould, C. P. Huntington, Jesse Selig- 
man, E. H. Winslow, New York. The board elected H. C. 
Nutt, President; E. F. Winslow, Vice-President; D. L. 
Gallup, Auditor; C. T. Tuckerman, Secretary and Treas- 
urer. 


Boston, Hoosac Tunnel & Western.—Mr. E. D. Davis has 
been appcinted First*Assistant Engineer, with office at Sara- 
toga, N. Y. 


Brunswick d& Western.—Mr. Colin R. Wise has been ap- 
pointed Chief Engineer, with headquarters at Albany, Ga. 
Mr. Wise was recently Resident Engineer on the New York, 
West Shore & Buffalo road. 


Cape Fear & Yadkin Valley.—The following circular is 
dated Fayetteville, N. C., May 15: 

“Mr. James 8. Morrison has been appointed Chief Engi- 
neer and General Superintendent of this company, in place 
of Mr. L. C. Jones, who has resigned to accept the office of 
General Superintendent of the Carolina Central Railroad.’’ 


Car Accountants’ Association.—At the annual conven- 
tion in Philadelphia, May 22, the following officers were 
chosen: President, Asa B. Blakslee, Lehigh Valley; Vice- 
President, D. W. Moody, Richmond & Danville; Secretary, 
F. M. Luce, Chicago & Northwestern: Treasurer and Assist- 
ant Secretary, H. H. Lyon, Chicago & Alton. 


Carolina Central.—Mr. L. C. Jones has been appointed 
General Superintendent. He has been for some time Chief 
Engineer aad General Superintendent of the Cape Fear & 
Yadkin Valley road. 


Central, of New Jersey.—The new board has re-elected 
Henry $8. Little President ; Samuel Knox, Secretary ; 
John W. Watson, Treasurer. 


Chicago & Northwestern Leased Lines.—At annual meet- 
ings in Cedar Rapids, Ia., May 16, directors were chosen as 
follows for the companies named, whose roads are leased to 
the Chicago & Northwestern : Cedar Rapids & Missouri 
River.—¥. L. Ames, Oliver Ames, D. C. Blair, James Blair, 
John I. Blair, Isaac T. Burr, F. Gordon Dexter, B. G. Fuller, 
Wm. T. Glidden, David P. Kimball, Edward Johnson, 8S. 
Lothrop Thorndike, Charles E. Vail, J. Van Deventer, 
Horace Williams. Maple River.—F. L. Ames, John I, 
Blair, Wm. T. Glidden, David P. Kimball, Charies E. Vail, 
J. Van Deventer, Horace Williams. 


Decatur & West Texas.—This company has been organ- 
ized at Fort Worth, Tex., with the following officers: Presi- 
dent, J. R. Zearing; Vice-President, W. F. Lake; Secretary, 
E. M. Alvord; Treasurer, John Nichols. 


Detroit, Lansiny d& Northern.—At the annual meeting 
last week the following officers were chosen: Charles Francis 
Adams, Jr., James H, Blake, John A. Burnham, Alpheus 
Hardy, A. H. Hardy, H. H. Hunnewell, Charles Merriam, 
G. O. Shattuck, E. V. R. Thayer, Nathaniel Thayer, Charles 
L. Young, all of Boston. 


Eastern.—Mr. Wm, J. Hobbs has been appointed Auditor 
in place of C. S. Sargent, resigned. Mr. George S. Hobbs 
has been appointed Paymaster in place of Mr. Wm. J. 
Hobbs. 


Flint & Pere Marquette.—At the annual meeting last 
week the following directors were chosen: H. C. Potter, H. 
C. Potter, Jr., W. L. Webber, East Saginaw, Mich.; Lewis 
Pierce, Portland, Me.: Wm. W. Crapo, Francis Hathaway, 
Loum Snow, New Bedford, Mass.; Abram G. Brower, Utica, 
N. Y.; Alfred M. Hoyt, 8. N. Hoyt, Cornelius D. Wood, 
New York. The only new director is Mr. S, N. Hoyt, who 
succeeds Jesse Hoyt, deceased. 


Hanover Junction, Hanover & Gettysburg. —At the annual 
meeting in Hanover, Pa., May 14, the following were chosen : 
President, A. W. Eichelberger ;. Directors, Wm. Buheler, 
Matthew Eichelberger. Peter Flickinger, Wm. Grumbine, 
Stephen Keefer, R. M. Wirt, Charles W. Slagle, David 
Wills, Henry A. Young, Reuben Young ; Secretary, Robert 
M. Wirt; Treasurer, Rufus A. Eichelberger. 


Houston & Texas Central,—A circular from Mr. J. Waldo, 
Vice-President and Traffic Manager, announces that Mr. E. 
D. True, late Assistant General Freight Agent, has been 
appointed General Freight Agent; and that Mr. C. B. Gray, 
late Assistant General Passenger Agent, has been appointed 
General Passenger and Ticket Agent. 


Iowa Falls & Sioux City.—At the annual meeting in 
Cedar Rapids, la., May 16, the following directors were 
chosen: F, L. Ames, Oliver Ames, D. C, Blair, John I. Blair, 
David P. Kimball, J. Van Deventer, Horace Williams, 
The road is leased to the Illinois Central. 


Louisville, New Albany & Chicago.—It is stated that this 
company will appoint no successor to General Superintend- 
ent John McLeod, who has resigned to take the position of 
Vice-President and General Manager of the Union Railroad 
Co. and its leased Belt road at Indianapolis. Mr. W. M. 
Marshall is to be appointed Division Superintendent, with 
headquarters at Louisville, and will have charge of the 
Main Line, and W. G. Sala, Division Superintendent, with 
headquarters at Chicago, to have charge of the Chicago & 





Indianapolis Air Line. Chief Train-Dispatcher Findlay is 
to be appointed Master of Transportation. 
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Missouri, Kansas &} Texas.—At the annual meeting in 
Parsons, Kan., May 16, the following directors were chosen: 
F. L. Ames, F. 8S. Bond, H. C. Cross, Sidney Dillon, A. G. 
Dulman, T. T. Eckert, G. F. Forrest, Jay Gould, R. 8. 
fayes, A. L. Hopkins, David Kelso, N. L. McCready, T. W. 
Pearsall, C. H. Pratt, Russell Sage, Samuel Sloan. The 
road is leased to the Missouri Pacific. 


New York & Sea Beach.—This company, as reorganized, 
has elected the following directors: Garrett A. Hobart, 
W. O. McDowell, A. H. Man, Frederick A. Potts, Charles 
Siedler, F. J. Stone, George P. Wetmore. The board elected 
Charles Siedler, President; W. O. McDowell, Vice-Presi- 
dent and General Manager: A. H. Man, Secretary and 
Treasurer. 


Norfolk & Western.—The following circular from Presi- 
dent George F. Tyler is dated Philadelpbia. May 16: 

‘* The board of directors of the Norfolk & Western Rail- 
road Co. has this day made the following appointments, to 
take effect June 1. 1883: Joseph H. Sands, General Super- 
intendent; William G. Macdowell, Comptroller; G. R. W. 
Armes, Treasurer, vice Wm. G. Macdowell. 


Savannah Valley.—At the annual meeting, May 9, the 
following were chosen: President. W. W. Humphreys, An- 
derson, S. C.; Directors, S. Bleckley, J. N. Brown, R. K 
McCully, W. G. Watson, B. F. Whitner, Anderson, S. C.: 
J. A. Gilbert, T. S. Hester, J. M. Latimer, Abbeville, S. C.: 
Robert H. May, Augusta, Ga, 


Shenandoah Valley.—The following circular from Presi- 
dent F. J. Kimball is dated Philadelphia, May 17. 

‘*The board of directors of the Shenandoah Valley Rail- 
road Co. has this day made the following appointments, to 
take effect June 1, 1883: Joseph H. Sands, General Su- 
perintendent; William G. Macdowell, Comptroller; G. R. 
W. Armes, Treasurer, vice Wm. G. Macdowell; D.W. Flick- 
wir, Superintendent, vice Joseph H. Sands; M. C. Jameson, 
Assistant Treasurer.” 


Sioux City & Pacific.—At the annual meeting in Cedar 
Rapids, Ia., May 16, the following directors were chosen: 
P. E. Hall, Cedar Rapids, Ia.; Horace Williams, Clinton, 
Ia.: James Blair, Scranton, Pa.; D. C. Blair, Belvidere, N. J.: 
Jobn I. Blair, Blairstown, N. J.; F. L. Ames, Oliver Ames, 
North Easton, Mass.; Wm. T. Glidden, David P. Kimball, 
Boston. 


Toledo, Cincinnati & St. Louis.—Mr. C. S. Anthony has 
been appointed Auditor, with office in Toledo, Ohio. 
PERSONAL. 
—Mr. C. S. Sargent has resigned his position as Auditor 
of the Eastern Railroad Company. 


—Mr. C.S. Anthony, Auditor of the Peoria, Decatur & 
Evansville Co., has resigned in order to accept a similar po- 
sition on the Toledo, Cincinnati & St. Louis. 


—Mr. C. D. Sprague has resigned his position as Division 
Freight Agent of the Chicago, Rock Island & Pacific at Des 
Moines, Ia., on account of ill health. He has been on the 
road for 15 years. 

—Mr. A. F. Norton, agent for the New York, Lake Erie & 
Western road at Elmira, N. Y., died in that city May 19. 
He had been on the road for 30 years, and served as train 
dispatcher for several years before taking the Elmira 
station. 

—Mr. J. C. MeMullin, General Manager of the Chicago & 
Alton road, has returned from California, after a year’s 
absence from Chicago. Mr. McMullin has been completely 
restored to health, and will soon resume the duties of his 
position. 


—Mr. Henry Fink has resigned his position as Vice-Presi- 
dent and General Manager of the Norfolk & Western and 
the Shenandoah Valley reads. Mr. Fink still continues to 
be Vice-President and General Manager of the East Tennes- 
see, Virginia & Georgia. 

—Judge Milton Brown, who died at Jackson, Tenn., May 
15, aged 80 years, was for many years a prominent lawyer 
and largely interested in railroads. He was at one timea 
director and President of the Mississippi Central, and was 
also for a time a director and president of the Mobile & 
Ohio. He served several terms in Congress, 

—Mr. George M. Hain, Master Mechanic of the Reading 
& Columbia road, was killed at Ephrata, Pa., May 16, the 
engine on which he was riding having been thrown from 
the track by a plank laid across the rails by a train wrecker, 
who has since been arrested. Mr. Hain had been on the 
road about five vears and had previously served on the 
Philadelphia & Reading; he was a brother of Mr. F. K. 
Hain, General Manager of the Manhattan Elevated road. 

—Dr. Edward H. Williams of the Baldwin Locomotive 
Works has given $50,000 to the town of Woodstock, Vt., 
to erect a building for the free library of that town. It will 
stand on the site of the old Williams homestead, by the side 
of the court-house, and be called the “Norman Williams 
Library,” as it isintended as a memorial to the giver’s father, 
who was for more than a generation the clerk of Windsor 
County and from his ability and character beld a place in 
the esteem and affection of the Woodstock community such 
as perhaps no other man ever had. 

—Mr. William Mason, head of the Mason Machine Works 
at Taunton, Mass., died yesterday afternoon of pneumonia, 
aged 76 years. He was a native of Mystic, Conn. His early 
life was spent in cotton mills and machine shops in Connec- 
ticué and early developed the mechanical genius for which 
be has since been noted. He came to Taunton in 1836, en- 
tered the employ of Crocker & Richmond and soon after in- 
vented the self-acting mule which is now universally used in 
cotton spinning. His employers failed in the crash of 1837 
and Mason became proprietor of the works in 1842. He 
soon began building up the establishment now bearing his 
name, which is the largest and most complete manufactory 
in the country. In 1852 he added locomotive building to 
his other industries and in 1853 turned out his first locomo- 
tive. During the war the works were fora time employed 
in the manufacture of rifles. Four years agothe manufac- 
ture of the Campbell printing presses was added and 
about the same time the firm, up to that time Wm. Mason 
& Co., was incorporated as the Mason Machine Works. Mr. 
Mason's wonderful inventive genius, remarkable executive 
ability and great business sagacity served to render every 
enterprise he undertook successful. The works wherein 
were manufactured cotton machinery, machinists’ tools, 
tubular furnaces, shafting, gearing, locomotives, printing- 
presses, etc., with 1,000 men on the pay-rolls, were con- 
ducted under a system at once grand and simple, and almost 
to the day of his death Mr, Mason personally directed the 
business. He was prolific in invention, expert in mechanism, 
public spirited, liberal in all dealings, private or public, and 
will be sadly missed. The business will be conducted in 
future under the management of his sons, Col. Fred. Mason 
and William Mason, Jr., and W. H. Bent, who for years has 
been Treasurer of the corporation, Mr. Mason leaves a 
large fortune. We expect to publish next week an extended 








sketch of his life. 
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TRAFFIC AND EARNINCS. 


Railroad Earnings. 


Earnings for various periods are reported as follows: 
Four months ending April 30: 






































1882. Inc. or Dec. P.c. 

Alabama Great Southern... $324,346 $253,197 L 71,149 28.1 

Chesapeake & Ohio...... 1,122,871 870,579 © 2,174 28.8 
Eliz., Lex. & Big Sandy. 210,716 123,118 IL 87,598 71.2 

Chi. & West Michigan...... 469,964 471,314 D. 350 0.3 

Des Moines & Ft. Dodge.. 93,694 125,83 D. 32,104 25.5 

Detrvit, Lansing & No..... 468,027 502,012 D. 33,985 6.7 

Houston, E. & W. Texas.. 98,037 75,922 1. 26,115 34.4 

Marquette, Hought. & Ont. 72,472 106,052 D. 32,573 30.7 

Mo. Pacific lines: 

Central Branch...., déhatiee 452,360 I. 183,480 68.2 
Int. & Great No ......... 1,230,10 967,063 I. 263,044 27.2 
Mo., Kan. & Texas....... 2,183,416 1,711,089 I. 472,327 27.6 
Missouri Pavific.......... 2,816,634 2,118,934 1. 7,650 82.9 
St. L., Iron Mt. & So.. 2,335,053 2,182,483 I. 182,670 8.4 
Texas & Pacific 1,314,716 LL. 568,934 43.3 

Nash., Chatta. & St. 2 690,456 I. ri 10.1 
Net earnings...... ‘= 321, 297,527 I. 23,499 7.9 

Pennsylvania.............. 5 14,445,219 [1,444,488 = 10.0 
Net earnings............+ 888,804 I. 842,010 17.2 

Phila. & Reading 6,113,297 L. 345,1 5.7 
Net earnings 2,280,608 1. 467,002 26.5 

P. & R. Coal & Iron Co.... 4,228,073 3,794,600 I. 433,423 114 
Net earnings....... . 67,279 168,715 D. 101,436 960.0 

Oregon Ry. & Nav. Cc .. 1,454,600 1,482,491 D. 27,891 19 

Vicksburg & Meridian..... 169,410 157,212 12,193 7.8 
Three months ending March 30: 

Grand Trunk, 0.03% ose . £827,113 £736,618 1. £90,495 12.3 
Net earnings............. 190,323 130,169 LL. 60,154 46.3 

Houston & Texas Central. $768,103 $575,815 L $192,288 33.4 
Two months ending Feb. 28: 

Cleve., Col., Cin. & Ind.,.. $627,372 $526,395 I. $100,977 19.2 
Net earnings............. 173,885 90,314 LL 84,022 92.3 
Month of March: 

Grand Trunk............... £206,444 £269,469 I. £2€,975 10.0 
Net earnings.............¢ 74,411 63,324 L 11,087 17.6 
Month of April: 

Alabama Great Southern. $72,625 57,007 L. $15,618 27.4 

Chesapeake & Ohio... .... 279,660 267,454 I. 12,206 4.6 
Eliz., Lex. & B. Sandy.. 30 36,249 I. 18,040 49.8 

Chi,& West. Michigan..... 3,355 95,640 D. 2,287 2.4 

Des Moines & Ft. Dodge... 23,182 25,616 D. 2,433 9.5 

Detroit, Lansing & No..... 134,776 134,064 I. 712 0.5 

Houston, E. & W. Texas.. 24,884 24,131 I. 3 3.1 

Marg uette, Hought. & Ont. 17,276 33,919 D. 16,643 48.9 

Missouri Pacific Lines ; 

Central Branch..... ... 90,672 59,421 LL 30,251 51.4 
Int. & Gt. Northern...... 273,204 254,290 I. 19,004 75 
Mo., Kan. & Texas....... 510,022 444,205 L 66,837 15.0 
eee 605,273 541,144 I. 64,129 11.8 
St. L., Iron Mt. & So..... 544,796 579,978 D. 35,182 6.1 
Texas & Pacific.......... 406,180 368,752 1. 87,428 10.1 

Nash., Chatta. & St. L.. .. 161,435 167,393 D. 5,952 3.6 
Net earnings....... 56,283 77,613 D. 21,828) 27.5 

N. Y., Penn. & Ohio. . 463,678 450,555 LL. 13,128 2.9 

Pennsylvania...... . 4,061,759 3,855,850 1. 205,990 5.3 
Net earnings........ .... 1,467,831 1,319,311 L. 148,520 11.3 

Philadelphia & Reading... 1,726,617 1,709,712 I, 16,905 0.9 
Net earnings............. 755,428 680,084 J, 75,354 11,1 

P.& R. Coal & Iron Co.... 1,193,001 989,994 I. 308,007 20.7 
Net earnings.......... n 62,000 28,231 1. 33,769 119.7 

Oregon Ry. & Nav. Co..... 326,200 379.433 I. 16,767 4.4 

Vicksburg & Meridian. ), 301 30,718 D 917 =—3.0 
Second week in May: 

Bur., Cedar Rap. & No.... $13,976 $38,957 I, $5,01N 12.9 

CAL © RIGOR. .....ccc0000 ° 144,245 123,864 L. 20,351 16.4 

Chi. & Eastern Illinois.... 27,82 32,433 D. 4,612 144 

Chi., Milwaukee & St. P.. 448,000 342,094 LL 105,906 30.9 

Chicago & Northwestern. 410,780 409,860 L 980 0.2 

Cin., Ind., St. L. & Chi.. .. 45,027 43,692 L. 335 3.0 

Canadian Pacific ......... 118,600 45,000 I, 73,000 162.2 

Denver & Rio Grande..... 152,500 147,300 I. 200 3.5 

es eee 5 221,500 211,028 LI. 10,472 5.0 

Ind., Bloom. & Western... 51,426 37,480 L. 13,456 37.5 

Louisville & Nashville. ... 234,770 209,675 I. 25,095 12.0 

Mo. Pacific lines... 1. 596.612 486,089 I. 110,523 =22.9 

Northern Pacific... ... 206,400 139,150 I. 67,250 45.1 

St. L. & San Francisco..... 68,400 54,700 I. 14,700 = 25.0 

St. P., Minn. & Manitoba. 160,300 192,580 D. 32,280 16.7 

Wabash., St. L. & Pac..., 252,100 271,396 D. 9,196 7A 


Grain Movement. 

For the week ending May 12 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern 
markets and receipts at the seven Atlantic ports have been, 
in bushels, for the past seven years : 


North- -—--Northwestern shipments.---—. 
: western P.c. Atlantic 
Year. receipts. Total. By rail. by rail. receipts. 


2,575,025 
751 1,866,111 45.4 6,359,345 
1,982,501 31.8 4,549,127 
1,250,589 23.2.6, 152,638 


oe eee 2,506,649 1,997,733 758,450 = 337.9 

1878.....4,896,219 4,115,7% \ 

1879... ..3,.510,383 

1880..... 4,987,754 
‘ 





6,226,747 


4,963,869 





ge 3,729,414 4,099,344 1,039,250 25.6 3,647,404 
1882.... .2,592,59 2,894,323 965,360 35.4 2,535,112 
1883.... 3,570,801 3,401,692 1,802,298 53.0 2,894,468 


Thus the receipts of the Northwestern markets for the 
week were a third larger than last year, but were exceeded 
largely in 1880 and 1878 ; they were nearly the same as in 
the previous week of this year and larger than in any of the 
three weeks before that. The shipments of these markets 
were nearly a fifth larger than last year, but much less than 
in any other year since 1877. They were not half as great 
as in either of the other two weeks since lake navigation 
opened, and the lake shipments were remarbably light, 
which, however, is easily explainable. Navigation opened 
April 28, or at least that was the first day of clearances from 
Chicago ; and within the next few days the large fleet that 
had wintered there and at Milwaukee sailed, but it had not 
returned in time to take a cargo during the week ending 
May 12, and the arrivals from lower lake ports were few in 
comparison to the fleet that wintered at Chicago and Mil- 
waukee. What is notable is that rail shipments were so 


large when the total was so small. Very seldom when rates’ 


are maintained and lake navigation is open do the railroads 
carry more than half of the grain from the Northwestern 
market. The shipments by lake, river and rail before and 
since the opening of navigation have been : 





Average. By rail. By river. By lake. Total. 
5 wks, to Mar. 31. 2,984,158 489,330 or 8bssubue 3 473,488 
3 wks. to Apr. 21. 2,078,777 263.437 .......... 2,342,214 
Week to— 
April 28 .-.. 2,790,304 267,111 3,957,810 7,015,225 
May & ...... . 2,404,300 409,108 4,759,870 7,573,274 
ME ME awcaanecss 1,802,298 67,741 1,531,653 3,401,692 


In March the rail movement was very large; in April be- 
fore the opening of navigation it keptup very well;in the 
first two weeks after the opening of navigation it was 
larger than any of the four weeks previous. In the third 
week, while it has fallen off largely, yet it is large for the 
season and an unusually large proportion of the total ship- 
ments. The small river shipments in the last week are not 
particularly significant. The river shipments vary greatly 
from week to week. After lake navigation opens, how- 
ever, this route is subject to greater competition than be- 
fore, by rail as well as by water, the rail rates being lower. 

The receipts of the Atlantic ports fer the week were but 
360,000 bushels more than last year, and much less than in 
any previous year since 1877. They were, however, larger 
than in either of the three weeks next preceding this year. 
The week is notable as the beginning of ol at Mon- 
treal, which received 382,332 bushels, or 13.2 per cent, of 
the whole ; while for the four months ending with April it 
received but 360,988 bushels and 0.7 per cent. of the whole. 
The receipts at Philadelphia were the largest for eight 
tree while those at New Orleans were the smallest since 

ctober. 

The exports of Atlantic ports for the week to May 12 for 
three successive weeks have been : 


1881. 1882. 1883. 
Flour, bbls............0..0++ 101,802 46,377 83,343 
GEGEN, WOR 6. os cccsccvcess 3,114,802 650,741 2,262,760 


The exports this year were threé times as great as last 
year, but a quarter less than in 1881. 





Coal. 
Coal tonnages for the week ending May 5 are reported 
as follows : 
1883. 1882. Inc.orDec. P.c. 


BRN 5555.25 5 se vnceensse 456,022 428,752 I. 27,270 63 
Semi-bituminous............. 104,852 76,636 I. 28,116 36.4 
Bituminous, Penna......... . 538,008 63,120 D. 10.112 16.0 


Coke, Penna....... .... ..... 62,621 57,185 I. 5,436 9.6 

The anthracite companies have decided to work half-time 
this week, full-time next week, half-time the week endivg 
June 9, full-time the week ending June 16 and half-time for 
the four weeks following. This action is taken nominally to 
reduce production; but it is a singular fact that during one 
of the short-time periods there is usually shown a great in- 
crease in production. 

The Clearfield people still charge that the Baltimore & 
Ohio is cutting rates on Cumberland coal. 

Anthracite coal tonnage for April and_ the four months 
ending April 30 is reported by Mr. John H. Jones, Official 
Accountant, as follows, the statement including the entire 
production of anthracite coal, excepting that consumed by 
employés, and for steam and heating purposes about the 
mines: 








April. -——Four months.--— 

1883. 1882. 883. 1882. 
Philadelphia & Read.. 588,518 314,158 2,055,660 1,778,745 
Lehigh Valley........ 3.5 5,5 (835,543 1,577.836 
Central of N. J.. - 413,796 009 1,364,669 1,150,899 
Del., Lack. & Western. 392,77 312,211 1,410,798 1,222,952 


Del. & Hud. Canal Co. 267,163 216,572 977,549 879,728 
Pennsylvania ......... 219,792 181,168 735,688 627,685 
Penn. Coal Company. 119,991 108,054 418,858 368,363 
N. Y.,L. E. & West.. 26,155 24,090 102,166 70,507 


MMM is:, ssaccckouve 2,611,710 2,135,803 8,900,961 7,676,715 

Lehigh Valley tonnage for Apri), 188°, includes the pro- 
duction of the mines of the State Line & Sullivan Co., 
amounting to 5,352 tons. 

In addition, there were 39,615 tons transported from mines 
by Delaware & Hudson Canal Co. during Apri!, which is 
included in tonnage of other interests. 

The stock of coal on hand at tide-water shipping poiuts, 
April 30, 1883, was 719,232 tons; on March 31, 1883, 598,- 
192 tons; increase, 121,040 tons, or 20.2 per cent., during 
the month. 

The increase in tonnage for the month was 375,907 tons, 
or 17.6 per cent.; for the four months, 1,224,246 tons, or 
15.9 per cent. All the companies show gains, both for the 
month and the year. 

Mr. Jones also furnishes the following statement showing 
general distribution of the entire production of anthracite 
coal in 1882 : 





Per cent. 

Tons. of total. 
To Pennsylvania, New York and New Jersey. 19,957,789 = 68.5 
To New England states ................-ee008 5,064,775 74 
To Western United States.......... ......... 2,213,107 rf 

To Southern states, iucluding Delaware, 

Maryland and the District of Columbia.... 1,168,730 4.0 
SER ree 49,065 0 
» 


To Dominion of Canada....  . ...........-. 616.875 27 
Me OT NB a oi tn54055 eavnncwsesesve is 49,735 0.2 
TE TID 29,120,076 100.0 


From this statement it appears that no less than 85.9 per 
cent. of the entire product went to Pennsylvania and the 
states east and north ; that only 4 per cent. went southward, 
the great bulk of it probably not beyond Baltimore, and 
that only 2.3 per cent. was exported. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending May 12 was: 

Coal. Coke. Total. 








Wrom lne of road ............:000.0. 108,886 50,699 159,585 
From other roads................... 35.807 11,922 47,729 
ME ike seca tere ceaueeuesa Gee 144,693 62,621 207,314 


The total tonnage this year to May 12 was 4,317,803 tons, 
against 4,024,293 tons last year, an increase of 293,510 
tons, or 7.3 per cent. 

The coal tonnage of the Chesapeake & Ohio Railroad for 
the four months ending April 30 was as follows : 


883. 1882. Increase. P.c. 

ERR Cee ents 309.078 263,488 45,500 17.3 
Coke... IIIS “aolero = “34074 6,536 19.2 
IE af 349,688 297,562 52.126 17.5 


The coal this year included 8,802 tons of cannel, 37,486 
tons spiint and block, 119,503 tons gas coal and 143,287 
tons New River coal. 

Cumberland coal shipments for the week ending May 19 
were 53,655 tons. The total shipments this year to May 19 
were 784,842 tons. 

Chicago coal receipts for the year ending April 30 are re- 
ported as follows: 





—--Anthracite.—-- —--Bituminous., --— 
1882-833. 1881-82. 1882-83. 1881-82. 
By lake.......... 629,385 598.913 274.908 292 802 
By rail...... .... 425,850 431,919 2,667,137 2,173,429 
oe 1,035,235 1,030,832 2,942,045 2,466,321 
Per cent. by rail 40.5 41.9 90.7 88. 


Tbe total increase in anthracite receipts was only 
24,403 tons, or 2.4 per cent., while the increase in bitu- 
minous coal was 475,724 tons, or 19.3 per cent. 

San Francisco coal receipts for the four months ending 
April 30 were 242,767 tons, against 287,362 tons last 
year, a decrease of 44,595 tons, or 15.5 per cent. 

St. Paul and Manitoba Rates. 

Commissioner Carman, of the Northwestern Traffic Asso- 
ciation, announces that, taking effect May 21, and until 
further advised, the following rates will*be in effect: All rail 
from Chicago, Milwaukee, Sheboygan, Racine, Kenosha, 
Englewood, South Chicago, Washington Heights, Blue 
Island, Joliet, Seneca, and Peoria to points named below, 
on business destined to Manitoba and the Northwest Terri- 
tories. 

To St. Paul, Minnesota Transfer and Minneapolis—First- 
class, 50 cents per 100 Ibs.; second, 40; third, 30; fourth, 
20; fifth, 1714; class A, 20; class B, except emigrant outtit, 
1744; class C, 17!,; class D, 15; wheat, flour, bran, mill. 
stuffs, coarse grain and malt, car-loads of 20,000 Ibs., 1714; 
emigrants’ outfit, $40 per car; horses and mules, $50: cattle 
and hogs, $40; sheep, single deck, $35; sheep in coops or 
crates, tiered, $50. Subject to joint Western classification. 

On through business to Winnipeg the following rates will 
be in effect from St. Paul to Minnesota Transfer, and Min- 
neapolis: First class, $1.34; second, $1.12; third, 90 cents; 
fourth, 69 cents per 100 pounds: No. 1, 39 cents per 100 

unis; No. 2, 78 cents per barrel; No. 3, $1.13 per barrel; 

. 4, 3644 cents per 100 pounds; No. 5, $106.50 per car; 
No. 6, 58 cents per hundred pounds; No. 7, 38}¢ cents per 
100 pounds; emigrant outfit, $83 percar. Subject to local 
classification of St. Paul, Minneapolis & Manitoba and 
Canadian Pacific. 

The rates to St. Paul and Mivneapolis differ but little 
from those heretofore in force, but there is a large reduction 
in the rates on through business to Winnipeg from St° Paul 
and Minneapolis. e reduction was made on account of 
the completion by the Canadian Pacific of the Lake Supe- 
rior & rgian Bay route, 

Bonded freight delivered to these lines of the Northwest- 
ern Traffic Association without being properly classified 





will be charged at 50 cents per 100 pounds, minimum 
weight 20, pounds, and in car-load shipments of two ar- 
ticles only the car-load rate for the higher class will or. 
A tariff quoting through rates to all points on the Canadian 
Pacific Railway was to be issued on May 21. 


Lumber and Salt Car Loads. 

Commissioner J. W. Midgley has addressed the following 
circular to the roads in the lowa Trunk Line Association : 

“Joint Tariff No. 9 (lumber and salt), dated April 16, 
1883, reads as follows, at foot : ‘Tbe minimum weight en- 
titled to the above rates is 20,000 lbs., and the maximum 
weight 28,000 lbs. Double rates will be charged upon any 
excess above 28,000 Ibs.’ 

‘““We are now informed that lines west of the Missouri 
River, parties to this tariff, are willing to carry without ad- 
diteaal hace for excess all freight loaded in any car up 
to its marked capacity, whether such capacity exceeds 
28,000 lbs. or not. The above rule should therefore be 
changed to read as follows : ‘ The rules of the various lines, 
parties to the above tariff, will govern in regard to the min- 
imum weight to be charged on, and the maximum weight 
allowed to be loaded in any car, but in no case will the 
minimum weight to be charged for any car be less than 
20,000 Ibs.’ 

‘** Please take notice accordingly.” 

Lake Superior Iron Ore. 

Shipments of iron ore from the Lake Superior region 
have begun. The first report made by the Marquette Min- 
ing Journal is up to May 16 and gives the shipments to that 
date, in tons, as follows: 


883. 1882. Decrease. P. c. 

From Marqnette. ......... 5,393 : asa ‘ebuneae das 
Proms Hecamabe......002.-5BOOG = cawesece = sn vseece 

, 61,398 209,732 148,554 70.7 


No shipments are reported from L’Anse or St. Ignace. 
The Mining Journal says: ‘* The late opening of naviga- 
tion partly accounts for the great falling off noticeable, but 
the weakness of the ore market has also its effect, there be- 
ing no such anxiety to forward their product on the part of 
the mining companies as was evinced a year ago.” 


Belt Line Transfers at Chicago. 

A. S. Dunbam, Auditor of the Belt Railway Co., of Chi- 
cago, has issued a circular to connecting lines stating that 
the extension of this company’s system for bandling car- 
load transfers from connecting roads renders it necessary 
that certain rules should be adopted to govern the inter- 
change of traffic between the various lines which the system 
will serve. 

The Belt Railway Co. can guarantee to move cars from 
junction points with other roads within an hour of receipt, 
if proper billing direction and amount of charges is furnished 
to the Belt Line agent. 

A new form of transfer-bill and of way bill has been 
adopted, copies of which are included in the circular. In 
order to carry out such an arrangement it will necessitate 
making the Belt junctions billing stations, and in order to 
accommodate temporarily the Belt Line will agree to allow 
its agent to act in the same capacity for the railroad com- 
pany free of charge until the business reaches 4 point where 
more than one man is required, then each cumpany must 
furnish its own agent. Settlements of all charges on cars to 
the Belt Railway Co. will be made weekly, and similar 
settlements of charges paid for other companies’ account are 
expected. 

Any discrepancies discovered in the tallying of freights 
by the receiving line must be adjusted with the line de- 
livering same to Belt Line, as this company will assume no 
responsibility whatever for any shortage of freight, but at 
the same time will use ordinary diligence in the care of 
property while in its possession for transfer. For its trans- 
fer charges, monthly bills will be rendered. These charges 
will in no way enter into the weekly settlement of back or 
advance charges account. The company’s charges for mak- 
ing deliveries from the junctiou of other roads with its own 
line to any other junction with its line wiil be $1.50 per 
car for loaded cars and 50 cents per car for empty cars. 


Chicago Board of Trade and the Railroads. 

A dispatch from Chicago, May 21, says: ‘‘At a meeting 
of the general freight agents of the Jines belonging to the 
east-bound pool this afternoon, a long step was taken toward 
healing the treach between the roads and the Board of 
Trade. A resolution was passed that the Board of Trade 
be permitted to appoint any man whom it may see fit to 
attend at the company’s scales to certify to the correctness 
of weights. In this the roads recede from their position 
that such Supervising Weigher should not be a member of 
the Board. The roads also agree to resume furnishing the 
Secretary of the Board a daily statement of shipments of 
flour, grain and provisions. The roads, however, decline to 
be represented on the Board till the latter body shall con- 
cede an arbitration between its members and the trunk 
lines as a voluntary matter on both sides, by changing its 
rules so that the Board of Arbitration shall not necessarily 
be composed entirely of Board of Trade men.” 


Colorado Traffic Association. 

A dispatch from Chicago, May 23, says: ‘‘ Representatives 
of the Colorado Traffic Association met here to-day, and 
established the following penalties for cutting rates: For 
the first offense, twice the amount of the tariff rate on the 
cut shipment; second offense, four times the amount; subse- 
quent offenses, six times the amount. ‘The Arbitrator is to 
be the judge of the violation. This applies to the Iowa 
Trunk Line and the Southwestern Railway Associetion also. 
Differential tariff on live stock for cars of different sizes was 
fixed as follows: cars 2914 to 3014 ft. in length, to charge 
regular tariff rates; those 31 ft. and more, 10 per cent. 
extra.” 





OADS. 


Atlantic & Pacific.—The bridge over tbe Arkansas 
River on the Central Division at Tulsa in the Indian Terri- 
tory has been completed, and the tracks laid to the new 
town of Red Fork en the west bank of the river. The bridge 
isa pile and trestle bridge, 1,425 ft. long, and is said to be 
a very strong bridge of its class. Red Fork is expected to 
be a large cattle shipping point; it is 429 miles from St. 
Louis. The Central Diviston is operated by the St. Louis & 
San Francisco Company. 





Augusta, Elberton & Chicago.—Sealed proposals 
will be received at the office of James P. Verdery, President 
of this company, in Augusta, Ge., until noon on June 8 for 
the following work on this road between Morris, S. C., and 
Elberton, Ga., about 70 miles: 1. Grading and _ culvert 
masonry; 2. Trestles; 3. Bridge masonry; 4. Wooden 
bridges; 5. Iron bridges. 

Bids will be received for all or part of the work. Maps, 
profiles and specifications can be seen at the office in Au- 
gusta. 


Austin, Mankato & St. Cloud.—It is said that New 
York parties have taken an interest in this projected road, 
and that work will be begun at Mankato, Minn., shortly. 
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Baltimore & Ohio.—Notice is given that proposals will 
be received at the office of H. T. Douglass, Chief Engineer, 
corner of Baltimore and Calvert streets, in Baltimore, Md., 
until June 10, for the grading and masonry of 27 miles of 
the Maryland Division, including sections 3 to 29, inclu- 
sive, and of 33 miles of the Delaware Division, including 
sections 5 to 37, inclusive, of the Philadelphia Branch of this 
road. Plans and specifications may be seen, and blank 
forms of proposal obtained, at the office in Baltimore. Bid- 
ders will be required to furnish evidence of their ability to 
perform the work, and must be ready to begin work within 
15 days after the contracts are let. 


Boston & Albany.—The Boston Advertiser of May 21 
says: **The Boston & Albany Railroad, near the Newton 
station, was yesterday the scene of lively operations, which 
attracted a Jarge crowd of curious, idle people, and 
interested them greatly. Tbe station bad previously been 
moved backward from the double track, then extending 
past that point, in order to make room for an additional 
double track, which is to form a part of the Newton Circuit 

tailroad. ‘The four-line track has been built, and is being 
operated from Boston to Brighton: three tracks are 
finished as far as Newton, while from Newton to West 
Newton a section of the third track is laid. Yester- 
day 75 workmen were busy as beavers carrying the third 
track over the Centre street crossing and in front of the 
Newton station in order to avoid the intolerable blockade 
that would be created on a week day. The third track and 
then a fourth will be carried to Riverside, the station above 
Auburndale, where, eventually, the two will be joined with 
a double steel-rail track running to Newton Highlands. 
Thence by the old Woonsocket Division of tne New York & 
New England roae, which bas recently passed into the con- 
trol of the Boston & Albany corporation, the line will con- 
tinue through Newton Centre and Brookline, to Boston. In 
this way the circuit road will be completed, which the New- 
ton people believe will bea great convenience, enabling them 
to reach Newton from Boston readily, and also to have easy 
communication in either direction with the several villages 
of Newton. A double track is now being laid from Brook- 
line to Newton Centre, with Riverside for its goal.” 


Brunswick & Western.—The report that the Central, 
of Georgia, and the Savannah, Florida & Western com- 
panies had jointly leased this road is denied, There has 
been no change in its control, and its owners are now con- 
sidering the question of an extension west of Albany. 


Central, of New Jersey.—The Special Master last 
week filed his report on the condition of the company with 
the Chancellor of New Jersey. The report has not been 
made public, except the statement that the Master finds the 
company to be solvent, and that the amount of the floating 
debt is $2,062,000, 

The Chancellor thereupon made an order directing that 
the road be transferred to the company as soon as satis- 
factory security is given to the Court for the payment of 
the floating debt of 82,062,000 within 90 days, and for the 
current accounts and debts of the Receiver. The order 
further provides that the Receiver shall retain possession of 
the stocks, bonds and other similar assets until the floating 
debt is paid as ordered by the Court. 

The Chancellor recognizes the proceedings of the recent 
annual meeting and its approval of the lease of the road to 
the Philadelphia & Reading Co., and so far approves the 
lease as to order the transfer of the property may be made 
to that company as lessee, all the other conditions of the 
order being complied with. 

President Gowen states that his company will be ready to 
meet all the conditions and take possession of the road on 
June 1. He also states that the conditions of the lease will 
include the payment of 5 per cent. interest on the income 
bonds. The latter statement was made to a meeting of the 
income bondholders, held in New York, to make some pro- 
vision for seeuring their rights. 

\ conference was held in Philadelphia, May 21, between 
otlicers of the Reading and the Lehigh Coal & Navigation 
companies. The rental of the latter’s Lehigh & Susque- 
hanna road to the Central isa proportion of the net earn- 
ings, and it is understood that the company required some 
security that there should be no diversion of traftic from the 
road, or that the rental should not fall below a fixed mini- 
mum sum, The result of the conference was not made 
public. 

Chicago, St. Paul & Northern Pacitice.—This com- 
pany has filed articles of incorporation in Wisconsin for ¢ 
railroad from Geneva, near the Illinois} line, northwest to 
Superior City, about 359 miles; also for branches from the 
main lye to Milwaukee, about 50 miles, and from Nece- 
dah to St. Paul, Minn., about 160 miles, The capital 
stock is to be $11,000,000. This is, apparently, a revival of 
the old Chicago & Superior project. 

Cincinnati, Indianapolis, St. Louis & Chicago.— 
President Ingalls makes the following statement to the 
Cincinnati Commercial Gazette, in response to a question as 
to the reported passing of the next quarterly dividend : 

* There has been no official action, and of course I can 
say nothing certain, but it is generally understood with the 
directors and large stockholders that the July dividend will 
be passed. Ihave said to every one who bas asked me at 
any time during the last month that I did not think the 
company should pay it. The company has already divided 
this current fiscal year 41¢ percent. Estimating May and 
June, the net earnings will be a trifle short of 6 per cent. It 
bas always been the custom of the company not to divide 
the enlire net earnings, but to carry a certain portion to 
protit and loss. If this conservative policy is maintained the 
July dividend will not be paid, but the surplus will be in- 
creased, The company will earn nearly the 6 per cent. as 
stated above, although it has over $1,000,000 invested in the 
passenger station, grain elevator and branch roads, from 
which it is not yet receiving one dollar in return, but all of 
which promise brilliant results in the near future. The 
company has lost, by the best estimate I can give, in the 
current fiscal year $100,000 in gross revenue by loss of 
bridges and floods, there having been 22 days during the 
year when through traffic was suspended. There has been 
spent and charged to operating expenses over $150,000 on 
account of flood troubles and in new bridges, banks and 
ballast. Since March the gross and net earnings have been 
very satisfactory, March showing a gain of $25,000 in gross 
and $15,000 in net; April a gain of $5,000 in gross and 
$10,000 in net. For the first half of May the gain in gross 
earnings is $5,000, As I said in the beginning, the outlook 
of the Big Four was never brighter, or its stock intrinsically 
worth more than to-day.” 

Decatur & West Texas.—The organization of this 
company has been completed, and surveys of the proposed 
line are now being made. It is to run from Decatur, Tex., 
on the Fort Worth & Denver City road, to the western line 
of Throckmorton County, about 150 miles, passing through 
the ccal fields of Jack, Young and Throckmorton counties. 

Duluth & Iron Range.—The contract for building 
this road, from Agate Bay on Lake Superior northward to 
Vermillion} Lake, has been let to John S. Wolf & Co., of 
Ottumwa, la. Toey will begin work as soon fas the neces- 
sary arrangements can be made. 


THE 


EKastern.—The Boston Herald of May 16 says: ‘The 
Railroad Commissioners visited Salem yesterday afternoon 
for the purpose of inspecting the signal arrangements for 
operating the tunnel. The Eastern Railroad contracted 
with the Union Switch & Sigual Co., of Pittsburgh, for the 
establishment of a system of electric signals at Silem tun- 
nel, by which the passage of trains could be made perfectly 
safe. One condition of the contract was that the system 
should be approved by the Railroad Commissioners before 
being accepted and paid for by the Eastern Railroad. Last 
December the Commissioners visited Salem and examined 
the appliances, but declined to approve the system at that 
time, though they suggested certain alterations and 
additions. The signal company has complied with the sug- 
gestions, and yesterday the practical operation of the sys- 
tem was shown the Commissioners, Mr. Clark (representing 
the signal company) explaining it. A signal tower is 
located at each end of the tunnel, and by electric communi- 
cation the operators are made aware when a train is about 
to enter the farther end, and at the same moment a danger 
signal is displayed, and switches and signals are Jocked until 
the train has passed out of the tunnel. The system used is 
that known as Syke’s combined electrical interlocking 
switch and signal system, which has been in very successful 
use in England for several years, the London underground 
railroads using it.” 


Erie & Wyoming Valley.—Work bas been begun on 
this road by nearly all the sub-contractors, the first to start 
being Mairs & Daley, who have four sections near Dun- 
more, Pa. The general contractors, Smith & Ripley, of 
New York, have opened an office in Scranton, Pa. The 
road is to run from Hawley to Pittston, 47 miles, and will 
be a branch of the Erie. 


Galveston, Houston & Henderson.—Notice is given 
that the Central Trust Co., of New York, will deliver to 
holders of its receipts for old first-mortgage bonds the new 
first- mortgage bonds and 21% per cent. in cash for the April 
coupon upon surrender of their receipts. 


Geneva, Ithaca & Sayre.—The branch line from 
Hoyt’s Corners, N. Y., on this road to the Willard Asylum 
on Seneca Lake has been completed and opened for trattic 
It is about 5 mileslong, and passes through the town of Ovid’ 


Green Bay, Winona & St, Paul.—People on the line 
have offered this company a censiderable amount in_sub- 
scription for a branch from Merrillan, Wis., to Black River 
Falls. 


Hartford & Connecticut Western.—The increased 
issue of bonds authorized by the stockholders of this road 
is $300,000, the company having last year authorized an 
issue of $400,000, of which $370,000 have been sold. Of 
the new bonds $150,000 will be issued at once to pay for 
new equipment and improvements of road. The bonds 
will bear 5 per cent. interest, and it is stated that offers for 
the whole amount at par have been received. 


Hartford & Harlem.—A dispatch from New Haven, 
Conn., May 22,says: ‘‘A hearing in the matter of the 
organization of the Hartford & Harlem Railroad began tbis 
afternoon before the Railroad Commissioners. The question 
as to the legality of the organization of the road was brought 
up, and it was shown in the evidence that $43,000 was paid 
on Dee. 29, 1882. at a meeting of the directors—$21,500 
by draft on Lee, Higginson & Co., of Boston, and $21,500 
by check of Lewis M. Brown, of New York city. No other 
directors paid any money when subscribing for the stock. 
It was claimed by Simeon E. Baldwin, council for the Hart- 
ford & Harlem, that 10 per cent. of $430,000, the amount 
required by law, had thus been paid in, and it was im- 
material who paid the money. He said that, as a matter of 
fact, nearly $100,000 had been subscribed. The question of 
the propriety of the maps of the layoutand survey will come 
up in the hearing to-morrow.” 


Indianapolis, Decatur & Springfield.—The Indian- 
olis News of May 17 says: ‘‘Trustee Ashhurst, of the second- 
mortgage bonds of this road, returned to New York last 
night after conferring with the attorneys representing the 
creditors of the floating indebtedness. The floating debt 
aggregates about $80,000 and is unsecured. The trustees, 
it is understood, are desirous of settling this at 50 cents on 
the dollar, and made a proposition to that effect. This was 
refused, the holders demanding at least 75 cents. The 
trustees are anxious to get the road into better 
financial odor, and although under no legal 
obligations to meet the demands of the floating debt 
creditors, prefer to settle with them on the above terms 
rather than incur the expense and the difficulties of fore- 
closing the mortgage to save themselves. If a compromise 
“an be reached with the creditors, the trustees will turn the 
road back into the hands of the company, otherwise fore- 
closure must follow, which will cut the floating debt creditors 
out of their claims. The trustees look for clear sailing in 
the future, and it is understood that the bondholders will 
advance money for the completion of the road to St. Louis 
when the indebtedness is adjusted. The company is well 
satisfied with the present leasing arrangement with the In- 
diana, Bloomington & Western.” 


International.—The Dominion Parliament has voted to 
this company a bonus of $3,200 per mile for its extension 
from Sherbrook, Que., to the Maine state line. About half 
the work on the new road is finished. 


Jacksonville & Atlantic.—At a recent meeting of the 
board in Jacksonville, Fla., arrangements were made to in- 
crease the subscriptions to the stock to $100,000. When 
that amount is raised, work will be begun on the road from 
the St. John’s River near Jacksonville to the seashore below 
Mayport, and also on a hotei at the ocean terminus. 


Little Rock Junction.—This company has been or- 
ganized to build a short piece of road in Little Rock, Ark., 
and a bridge over the Arkansas River, the object being to 
make a connection between the Little Rock & Fort Smith 
and the Little Rock, Mississippi River & Texasroads. The 
two roads are now connected by the use of the tracks and 
bridge of the Iron Mountain road. 


Louisville & Nashville.—This company and the East 
Tennessee, Virginia & Georgia have issued a joint circular 
announcing the opening on June 4 of the short live between 
Louisville, Ky., and Knoxville, Tenn., composed of the 
Louisville & Nashville road, Louisville to Jellico (Kentncky 
state line), 201 miles, and the East Tennessee, Virginia & 
Georgia road, Jellico to Knoxville, 66 miles. 

This makes the distance by the new line 267 miles from 
Louisville to Knoxville. The shortest rail route heretofore 
in use has been by Nashville and Chattanooga, and is 447 
miles long, or 180 miles more than the line just opened. 


Louisville Short Route.—This company last week be- 
gan work on its road, a track of half a mile or so in Louis- 
ville, Ky., intended to make a connection between the Lou- 
isville, Cincinnati & Lexington and the Chesapeake, Ohio & 
Southwestern roads. The Louisville & Nashville Co. has un- 
expectedly raised objections and has obtained a temporary 
injunction stopping the work until the case can be heard. 
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Manitoba & Northwestern.—The contract for build- 
ing tbis road from Gladstone, Manitoba, to Prince Albert, 
has been let to the St. Paul Construction Co., of St. Paul, 
Minn., of which Mr. A. B. Stickney is President. 


Massachusetts Central.—The Boston Advertiser gives 
editorially the following unfavorable view of this com- 
pany’s situation : ‘* The Massachusetts Central Railroad has 
ceased operating. Whether it will ever be operated again 
or not is a matter of doubt, and it would be idle to specu- 
late as to the probabilities. The railroad has been in its 
day a very promising venture, but none of its promises 
have been fulfilled. It was projected as a railrcad 
which was to run through the country south of the 
Fitchburg and north of the Albany road, and it was 
believed that the territory to be served by it 
was rich enough in farming resources and in ad- 
vantages for the building up of prosperous manufacturing 
towns, to give excellent local traffic to the jiine. Connec- 
tions were expected to be made in the valley of the Conuec- 
ticut River which would make the Massachusetts Central a 
through line. At one time, before a rail was laid on the 
road-bed, the company was pretentious encugh to go tothe 
Legislature to oppose any consolidation of the state raiiroad 
and tunnel with its natural connections on the plea that it 
expected. as no doubt it did, to tap the tunnel line itself. 
These facts possess now only a melancholy interest as a 
part of what was to be but never was. 

**The Massachusetts Central Railroad Co. wes chartered 
in 1869 with a capital of $3,000,000, which might be in- 
creased to $6,000,000 if necessary. Towns along the Jine 
of the road were authorized to subscribe to the capital 
stock of the company to the amount of 5 per cent. of their 
assessed valuation. The road was to be built from Boston to 
Northampton, a very little more than 100 miles distance. 
Surveys were made and a line chosen. It was 
determined not to seek an _ independent terminus 
in Boston, but to enter the city from Somerville 
over the Lowell Railroad. Contracts were made, and the 
work was begun. But the panic of 1873 followed 
soon after, and construction was stopped. At that time the 
amount expended was about $2,750,000, of which one 
million was funded debt and the rest represented capital 
stock paid in. Very little more was doue until 1879, when 
the capital stock had increased to $1,800,000, and the debt 
to $1,370,000. New contracts were made and work wes 
resumed. In 1880 the capital was $2,150,000, the debt 
$1,850,000. In 1881 the road was opened 2314 miles. The 
capital bad increased to $3,270,000, and the debt to 
$2.540,000. In 1882 the extensicn, 20!, miles long, was 
opened, and at the close of the financial year the capital was 
$3,500,000, the funded debt an equal amount, and there was 
a floating debt of $250,000 more. 

‘‘We have purposely avoided mentioning in this account 
anything except what the official record shows. The inside 
history of the company’s finances is very interesting, but it 
is not necessary that it should be told here. But it should 
be said, in justice to the road, that the 44 miles of railroad 
opened did not represent by any means all the work that 
had been done on theline, for the road-bed is ina more cr 
less completed state for a good part of the way to North- 
ampton. But one fact remains, 87,250,000 have been spent 
on an unfinished road of 100 miles length. Evenif it were 
all finished, that would be an average of $70,000 toe the mile, 
which is much more than the sum of the capital and other 
debt of the Old Colony Railroad toa mile of its road. The 
rate per mile of the Central Railroad, open, is more than 
$150,000. And this part of the line, which was certainly 2s 
capable of large earnings as any part, was operated last year 
ataloss. The expenses of operation exceeded the receipts 
by 50 per cent. 

‘There is no fresh moral to be drawn from these facts. 
They do not prove that it is unwise to project or to invest 
in new railroads, or that new railroads will not pay. They 
do, however, teach caution iu such matters in a very em- 
phatic way. It is not proved, perhaps, that if this road 
could have been built through to some important junction 
for a reasonable sum it would not have paid, but it is in- 
dicated that as a local rcad it was not needed, and there is 
no doubt whatever that the cost of construction was ex- 
cessively great. The towns which subscribed to the stock 
have nothing to show for it, and the securities of a company 
which cannot pay its operating expenses, and which has 
now ceased to be operated, are manifestly of very little 
value. Possibly some scheme of reorganization may rescue 
something from the wreck, and if money can then be had 
to finish and equip the road it may be made to pay meder- 
ately; but there is no longer room to hope that the roud will 
ever be an important or a profitable one. It pays to build 
roads in advance of settlement into growing country, but it 
requires pretty good evidence to prove the wisdom cf 
yuilding a rival Jine through an old community which ‘s 
already reasonably well served by railroads.” 














Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of May 5: 

It is announced that on the 5th of May, the great na- 
tional holiday, 55 miles of the Central branch from Tam- 
pico toward San Luis Potosi will be inaugurated. 

The work of construction on the National from Morelia 
toward Zamora, Michoacan, is going on. At present a large 
force is at work on the Cheran Mountain beyond Morelia. 

The Cosmopolitan of Brownsville, is urging the vigorous 
pushing of a railroad from Brownsville to Laredo. A con- 
cession has been given for such a road, but with little pres- 
ent prospect of building. 

The General Superintendent of the Northern Division of 
the Central announces that after April 2, all financial trans- 
actions of the Company in Mexico, including payment of 
employés, will be made in Mexican silver currency. 

Congress has approved of the concession given Ramon 
Fernandez, by the Executive, for building railroads in the 
State of Michoacan These railroads are purposed to open 
up the rich coffee regions of the Apatzingan Valley. 

The Governor of the state of Colima has found it 
necessary to issue a decree threatening the severest punish- 
ment on those who place obstructions on the railrcad from 
Armenia to Manzanillo or in any way interfere with the 
regular running of trains. 

Mr. Thomas Nickerson, the President of the Mexican Cen- 
tral and a prominent Boston capitalist, arrived on the 
** Mexico” in company with the Diaz erchgi Gen. John B. 
Frisbie, of this city, the representative here of the Hunting- 
ton interests, was also a passenger. 

An official communication from the Tampico Division of 
the Central Railroad shows the completion of the road from 
kilometre 16 to 90. 85 of these kilometres have been ap- 
proved by the Government Inspector. The locomotive has 
reached kilometre 90 (561/ miles). 








The rumor that Count Telfener, who bas a government 
concession for a line of railroad from Soto dela Marina to 
Victoria, Tamaulipas and Tampico, will begin construc- 
tion immediately at Matamoros is generally dishelieved. If 
a contemporary can be believed, more work and less talk is 
wanted in that region. 


Milwaukee & Northern.—This company’s Wisconsin 
& Michigan line is now completed, and opened for traffic to 
Nokwebay, Wis., 13 miles northward from the late terminus 





Sees TED 


eos 





ee 


May 25, 1883] 


at Coleman City, 52 miles from Green Bay and 165 miles 
from Milwaukee. Work on the extension of the line is pro- 
gressing steadily. 


Nashville, Chattanooga & St. Louis.—This company 
makes the following statement for April and the ten months 


of the fiscal year from July 1 to April 30: 
April. Ten months. 
II 55S Saha. 4:20 s-010:. ak eeee ee . $161,435 $1,941,783 
PN sibink o> 3c sdara% a 1,092,841 
Mat. 6 5 S56 os 5 3 cokes . $56,283 $848,942 
Interest and taxes céthone. SECEDE Aba KeEs seumeR 542,644 


BUPROR. oii cssie éckécatnans Sanoescemecnaemeonapas $306,298 
For the ten months there was an increase of $158,068, or 
8.9 per cent., in gross earnings; an increase of $27,707, or 
2.6 per cent., in expenses; an increase of $130,361, or 18.1 
per cent., in net earnings, and an increase of $116,239, or 
61.2 per cent., in surplus. The statement includes all lines 
worked. 


Nashville & Florence.—This road is now completed to 
Carpenter, Tenv., 23 miles from the starting point at Colum 
bia on the Nashville & Decatur road, and 6 miles beyond 
the late terminus at Sandy Hook. Work is progressing 
steadily, and it is expected that the road will be completed 
32 miles further, to Lawrenceburg, this year. 

The road was begun early in 1880, and was completed to 
Mt. Pleasant, 12 miles, in that year. In February, 1882, 
an extension of 5 miles, to Sandy Hook, was opened. 


New York, Lake Erie & Western.—This company 
has put on a tast express train with through cars to Cincin- 
nati and St. Louis, carrying through cars between New York 
and St. Louis. This train leaves New York at 6 p. m., and 
reaches Cincinnati at 8.20 p. m. the next day, or in 26 
hours, and St. Louis at 8.40 a. m. the second day, or in 3814 
hours. A fast train to Chicago by way of the Chicago & 
Atlantic road will also be put on shortly. 


New York & New England.-—The Providence Com- 
mercial Club having been lately on an excursion over tais 
road to Newburg, its members have united in a letter to 
President Wilson, complimenting very highly the manage- 
ment of the read and the many improvements now in prog- 
ress, and referring to its great importance to the city of 
Providence in a commercial way. 


New York, New Haven & Hartford.—At a special 
meeting in New Haven, Conn., the stockholders voted to 
authorize an issue of $5,000,000 bonds for the purpose of 
building additional tracks and making other improvements 
on the road. The bonds will probably bear 4 per cent. in- 
terest; they will be issued as required, and stockholders will 
be given the preference in subscribing for them. 

As the company has but 202! miles of road, 62 of which 
are leased. this issue isat the rate, nearly, of $25,000 per 
mile of road. 


New York & Sea Beach.--The bondholders who 
bought this road at the recent foreclosure sale have organ- 
ized a new company by the samename. They intend to 
make improvements on the road and at the Coney Island 
terminus, and have arranged for the purchase of several 
steamboats to run between New York and Bay Ridge in 
connection with the road. 


New York, West Shore & Buffalo.—It is stated that 
trains will begin to run between New York and Newburg, 
and over the branch from Cornwall to MiddJetown on June 
4. Arrangements have been made to use the New York, 
Susquehanna & Western tracks from New Durham, N, J., 
to Marion Junction, and the Pennsylvania tracks and sta- 
tions in Jersey City, for a time, until the terminal station at 
Weehawken is ready for use. Trains willbe extended to 
Kingston, Catskill and Albany in a short time afterward. 

The Utica Herald of May 22 says: ‘* The condition of the 
road between Syracuse and Newburg may be briefly sum- 
marized as follows: The track is laid from Syracuse to 
Canastota with the exception of a gap of about 500 ft. just 
above Canastota, which will be closed in a day ortwo. At 
Oneida the road crosses the tracks of the New York, Ontario 
& Western at an elevation, while a Y from that road inter- 
sects the West Shore at Oneida Castle. The Rome & Clin- 
ton Division of the Delaware,& Hudson Canal Co. is crossed 
on aneven grade at Clark’s Mills, and connection is also 
made with a switch. The Delaware & Hudson road is 
crossed on an even grade in New Hartford near the Che- 
nango Canal, where there is also a connection. From 
Canastota to the Watson property in New Hartford 
one track is laid. No track has been laid in Utica, 
although the grading is completed. From _ the driv- 
ing park in Utica the track is laid east to within a mile or 
two of the bridge crossing the Erie Canal at the old distil- 
lery about three miles east of Utica. From the canal bridge 
at the distillery the track is laid east to the vicinity of 
Mohawk. The little gap here will be closed this week. From 
Mohawk the track is laid to Devendorf Hill in Montgomery 
County. Track laying is in progress on the gap between 
Canajoharie and Devendorf Hill. From Canajoharie the 
track is laid to withiv a mile anda half of Fultonville, 
where the contractorsare not quite through with their work. 
There is another very small gap at Schoharie Creek. From 
Schoharie Creek the track is continuous to Yankee Hill, 
near Amsterdam, where there is agap of half a mile. From 
this point the track is continuous to Port Jackson, where 
there is a gap of three-quarters of a mile. The track is also 
laid four miles east of Port Jackson and one mile west of 
Flint Hill. From Flint Hill the track is laid to Rice’s bridge® 
where there is another half-mile gap, which will be closed 
this week. From the blue clay cut in this vicinity, the 
track is laid through to Coeymans. The track on the Al- 
bany Branch is nearly completed, and as gangs were en- 
gaged in laying tracks both ways, the work on this branch 
will probably be completed by next week. Just south of 
Coeyman’s there is a short gap, and from this point the 
track is continuous clear to Newburg. From Canastota to 
Syracuse the two tracks are laid, and this has also been 
done at some other points. The principal business in hand 
now, however, is to properly ballast the single track already 
laid. When this isdone, and the comparatively few minor 
gaps closed, the road will be in good shape for transporting 
the large quantities of ties and rails necessary to lay the 
second track. This work will then be done with a large 
number of men and in short order. 


Northern Pacific.—The contract fortgrading, masonry 
and tracklayivg on the Wisconsin Division from Superior 
City, Wis., eastward to Ashland, about 60 miles, has been 
let to Hugh Richards and L. A. Dauhey, of Jackson, Mich. 
They are allowed two years to complete the work. Mr. 
Daubey will take charge of the work on the western end of 
the line, making bis headquarters at Superior City, and Mr. 
Richards will be at Ashland, ou the eastern end. The con- 
tract price is said to be about $10,000 per iwile, which in- 
cludes everything but rails and ties. 

Oregon & California.—Regular trains have begun to 
run over this road to a new terminus at Glendale, Oregon, 
65 miles southward from Roseburg, and 265 miles from 
Portland. The stage line to connect with the Central 
Pacitic at Redding, Cal., now starts from Glendale. 
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Oregon Improvement Co.—This company makes the 
following statement for March and the four months of the 
fiscal year from Dec. 1 to March 31 : 


; March. Four months. 
Receipts from allsources. ....... .... $298,132 $1,068,413 
I 53.525 saxcdrossadidens elon 216,115 826,977 

Net earnings... ......2.....000 "$82,017 $241,436 


For the month of March there was an increase of $35,416, 
or 13.5 per cent., in gross receipts ; an increase of $31,123, 
or 16.8 per cent., in expenses, and an increase of $4,293, or 
5.5 per cent., in net earnings. 


Pennsylvania.—The large paint shop at the Meadows’ 
shops, near East Newark, N. J., caught fire on the evening 
of May 19, and was entirely destroyed, with its contents, 
including two locomotives, six tenders, two sleeping-cars 
and 18 passenger cars. The shop was a one-story: building 
of brick, 175 by 400 ft. The loss is estimated at nearly 
$300,000. The shop was closed, all the workmen having 
left some hours before, and the origin of the fire is unknown 

This company’s statement for the mouth of April shows 
for all lines east of Pittsburgh and Erie, as compared with 
April, 1882: 





An increase in gross earnings of.............. “Oot staid 205,900 
An increase in expenses Of...............0ceecceee cee eeee 57.380 
IRs wo Loccnukedebeesnasat: Ste cheosabe een $148,520 


For the four months ending April 30, as compared with 
the corresponding period last year, the same lines show: 


An increase in gross earnings of......................+- $1,444,488 
An increase in expenses Of.. ............ ccceeeceeeeees 602,478 


Net increase...... ankandehckeetara oa Naim tri hieiekcies Riots nab aee onan ~ $842,010 

All lines west of Pittsburgh and Erie for the four months 
of 1883 show a surplus over all liabilities of $385,866, being 
oa as compared with the same period in 1882, of $378,- 
odd. 


Philadelphia & Reading.—This company’s state- 
ment for April and the five months of the fiscal year from 











Dec. 1 to April 30 is as follows : 
Five 
April months. 
Gross. Net. Net. 

Railroad traffic... ......... $1,592,751 $699,692 $3,528,815 
Canal traffic............00. 84,879 39,292 *40.8 
Steam colliers... ......... 44,153 7,818 104,308 
Richmond barges... .. ... 4,833 *1,375 *6,036 

Total R. R. Co........... $1,726,616 $755,427 «$3,586,218 
Coal & Iron Co....... .... 1,193,001 62,000 72,453 | 

aoe) soa abseccanciened 2,919,617 $817,427 $3,658,671 

*Loss. 


A comparison of the net earnings of the two companies is 
as follows: 











— April — -+--Five months.——, 

1883. 1882. 1883. 1882. 
SS 5 errr 755,427 $680,073 $3,586,218 $3,151,219 
Coal & Iron Co..... 62,000 28,231 72,453 235,645 
ny Re $817,427 $708,304 $3,658,671 $3,386,864 


Expenses do not include interest or rentals, the net earn- 
ings being the amounts from which those charges are to be 


paid. 
The traffic is given as follows: 


-———-April—_—-—. ——Five months.—~. 

1883. 1882. 883. 1882. 
Passengers......... « 1,033,827 949,065 4,395,321 4,692,067 
Tons merchandise.... 562,446 623,915 2,722,604 3,063,610 
Oe eae 692,873 628,806 3,226,559 2,958,304 
Tons coal on colliers. . 48,761 44,126 211,709 229,747 


Tons coal mined: 
By Coal & Iron Co... 333,161 298.187 1,510,091 1,395,409 
By tenants........... 131,327 104,797 569,308 523,951 


WOU oc. osscscceen 464,488 402,984 2,079,399 1,919,360 
The increase in coal mined and in coal shipped is consid- 
erable. In merchandise traffic there has been a large de- 
crease. There was a gain in passengers for the month, but a 
loss for the year. 


Pittsburgh & Lake Erie. —It is stated that Mr. Van- 
derbilt has finally obtained a controlling interest in this road 
by the purchase of the stock held by the Economite Society, 
which is variously stated at 8,000 and 12,000 shares. Con- 
cerning this sale the Pittsburgh Telegraph says: 

‘“* The sale of stock in the Lake Erie road by the Econo- 
mites to W. K. Vanderbilt has created more feeling than is 
apparent on the surface. Some of the features of the sale have 
not been understood by the public. In April some remors 
were afloat that the Economites would sell out. Judge Hice 
and others denied the rumor, although at that time the 
power of attorney had been executed under which the stock 
was sold. The Economites had made an agreement giving 
Vanderbilt an option to buy their stock before offering it to 
any one else. Dr. Hostetter was anxious to buy the block, 
and it is said it was offered to him in an outside way, but at 
such a high figure he refused to take it. The stock was then 
offered to Vanderbilt, and he took it at $120, which is $30 
less than the lowest price Mr. Oliver obtained for the stock 
he sold Vanderbilt. The sale was made about May 5 by 
Judge Hice, and not by Mr. Hill, as has been reported. The 
exact amount is not obtainable, because the Economites 
received the check at their bank at Beaver Falls, and then 
drew against it, so that Pittsburgh bankers know nothing 
about the figures.” 


Rome, Watertown & Ogdensburg.—It is said that 
the stockholders opposed to the present management bave 
combined in an attempt to elect an entirely new board at 
theannual meeting next month. Mr. Charles Parsons, of 
New York, represents the opposition. 


St. John & Maine.—Negotiations have been completed 
in London for the transfer of this road to the New Bruns- 
wick Railway Co., whether by lease or purchase the dis- 
patch does not state. The St. John & Maine road runs 
from St. John, N. B., to the Maine border at Vanceboro, 92 
miles; it is chiefly owned in London. 


Silver City, Deming & Pacific.—This road is now 
completed from Deming, N. M., the junction with the Atch- 
inson, Tupeka & Santa Fe and the Southern Pacific, north- 
ward to Silver City, 48 miles. The road was formally 
opened on May 19, with great rejoicings at Silver City, 
which is the centre of an important mining district, and has 
already about 3,000 inhabitants. The new road is chiefly 
owned in Boston. 


Thomasville, Tallahassee & Gulf.—A survey has been 
completed for this road from Thomasville, Ga., to Cara- 
belle, Fla. The company is considering the question of the 
purchase of the old road from Tallahassee to St. Marks, 
which is to be sold shortly. 


Toledo & Indianapolis.—Several lines have been 
surveyed for the extension of this road beyond its present 
terminus at Findlay, O., but no work has been begun on 
any of them. 


Wabash, St. Louis & Pacific.—The motion of this 








company for a re-hearing of the equipment bond case was 
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denied last week by Justice Harlan, of the U. S. Supreme 
Court, and Judge Woods, and they directed the entry of the 
judgment for principal and interest of the bonds, in ac- 
cordance with the previous opinion of Judge Gresham. The 
whole amount is over $1,000,000, and is declared to be se- 
cured on the company’s property in Ohio and Indiana prior 
to the consolidated mortgage of 1867. 

It is stated that the Missouri Pacific Co. has taken the 
$10,000,000 new collateral trust bonds, and will place them 
at its own convenience, inthe mean time advancing to the 
Wabash what money it needs for the settlement of its pres- 
sing floating debts and for the payment of maturing cou- 
pons. 


Washington & Western.—The Court hus confirmed 
the sale of this road under foreclosure to the Ames estate 
and others. The objections tothe sale were set aside. 


Wisconsin Central.—An attempt of this company to 
extend its Wisconsin ‘& Minnesota Division through Chip 

pewa Falls, Wis., has been forcibly resisted by the Chicago, 
St. Paul, Minneapolis & Omaha, and a law suit will prob- 
ably be the result. It is said that the Central is preparing 
to build the line through to St. Paul. 





ANNUAL REPORTS. 
The following is an index to the annual reports of railroad 


companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 











Page. P 
Atchison,Topeka & Santa Fe.7,246 Michigan Central... ...27, 2x 
3angor & Pisvataquis.... ..... 213 Missouri, Kansas & Texas...... 231 
Boston, Barre & Gardner....... 73 Missouri Pacific....... ....167, 230 
Boston & Lowell................ 23 Natchez, Jackson & Col........ 
3oston, Revere Beach & Lynn..100 New Haven & Northampton.... 7 
Bur., Cedar Rapids & No.......232 New London Northern.........1! 





Camden & Atlantic 
Canadian Government Koads.2 
Central Branch................. 










N. Ontario & Western.. 


Central, of New Jersey ........312 N. Y., Penn. & Ohio..... .. 2 eH 
Central Pacific............ss000. 163 Norfolk & Western............. 
Charlotte, Col. & Augusta...... 23 Northern Central ........ +. AZ 
Chesapeake & Ohio............. 138 Ohio & Mississippi.... . .......105 
Chicago & Alton ...... -.122,142 Oregon Improvement Co.......278 
Chicago, Bur. & Quincy .7, 19, 280 Panama................. x 
Chi., Mil. & St. Paul. 73, 167,263,265 Pennsylvania & N.Y... 


Cincinnati, N. O. & Texas Pac.. 38 Pennsylvania Railroad 
Cleve., Col., Cin. & Ind....181, 183 Philadelphia & Reading ‘ 
Cleveland & Pittsburgh......... 39 * -& 184 
Columbia & Greenville......... 59 Pittsburgh, Cin. & St. Lonis...31z 
Connecticut River.... ..... ...105 Pittsburgh & Lake Erie....... - 40 
Delaware & Hudson Canal.100, 122 Portland & Ogdensburg. . a 
Delaware, Lacka. & Western ..122 Portland & Rochester. .. 
| ovale een & North American... 22 Providence & Worcester. 
UL ee 40 Rochester & Pittsburgh. 41 
Flint & Pere Marquette......... 262 St Louis, [ron Mt. & So....16'7, 231 
St. Louis & San Francisco.... 7 
St. L., Vandalia & Terre Haute.2i6 
St. Paul & Puluth............... 104 
Savannah, Florida & West..... 312 
joux City & Pacific. 212 











e 

Grand Trunk ............ 
Hannibal & St. Joseph .... 
Hartford . Conn. Western 


Houston & Texas Central . . 39 
Huntingdon & Broad Top ......121 









illinois Central........ 167, 180, 182 
nternational & Great No...... 231 


Kentucky Central......  ...... 246 

Lake Shore & Mich.80.278, 298, 306 
high Coal & Navigation Co. .138 
Lehigh Valley... ........055 73 


* Western R. R. Association.. - 37 
Little Rock & Ft. Smith... 


West Va. Central & Pittsburgh.213 
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Cheshire. 


This company owns a line from South Ashburnham, 
Mass., across New Hampshire to Bellows Falls, Vt., 53.5 
miles, and leases the use of the Vermont & Massachusetts 
Division of the Fitchburg road from South Ashburnham to 
Fitchburg, 10.5 miles. It also leases the Monadnock road, 
from Peterboro, N. H., to Winchendon, Mass., 16 miles, 
making 80 miles over which its trains run. The report is 
for the year ending Sept. 30, although only just issued. 
The equipment consists of 30 locomotives; 24 passenger, 
2 postal and 8 baggage cars; 223 box, 35 hay, 4 charcoal, 
25 stock, 167 flat and 11 caboose cars; 9 wood, 10 gravel, 
1 wood-train caboose and 2 derrick cars; 2 snow-plows. 
One new passenger car was bought last year. 

The balance sheet is as follows : 















Old _stock..... ‘ Pabdeniwnas eed $53,300.00 
Preferred stoc inane: dain 2,106,000.00 
tir é.0it vas ansanbreparewntad in ckasake 800,000.00 
Unclaimed dividends and January interest......... 25,114.50 
Profit and loss........ Satan nase ed hweebawea Nab den encine 11,844.23 


i ET enn, ae, eee $2,990,258.7: 
Constructio: $2,717,535.26 
Materials ..... 113,624.91 


Bills and accounts receivable......... 


101,863.31 
Cash and cash assets.................. 


57,234,25 





2,990,258.73 
The funded debt consists of 6 per cent. plain bonds, 
$250,000 due July 1, 1896, and $550,000 due July 1, 
1898, the interest charge being $48,000 yearly. 

The traffic for the year was as follows : 


Train miles: 1881-82. 1880-81. Inc. or Dec. Pe. 
ECCT Te 122,933 122.070 I. 863 0.7 
IIS s 200 Gta as .6 warps 323,328 349,991 D. 26,663 76.2 
Service and switching 38,850 44,087 D.- 5237 11.9 

rere 485,111 516,145 D. 31.037 5.0 
Passengers carried... 162,102 146,265 I. 16,037 11.5 
Passenger-miles...... 5,010,192 4,599.348 I. 410,844 8.9 
Tons freight carried 546.449 546,631 D. an tees 
Ton-miles...... ......30,032,900 30,007.962 I 24,938 0.8 

Av. train load : 

Passenger, No........ 41 38 «OC: 3 79 
Freight, tons......... 93 8 1. 8 94 


The company has 16 miles of sidings in use. There was 
an average of 335 men employed last year. 
The earnings for the year were as follows: 





: 1881-82. 1880-81. Inc. or Dee. P.c 
ID ois valcngehswd so $423,828 $445,161 D. $21,333 4.8 
oO Se 162,386 150,732 I. 11,654 7.7 
err 38,861 26,702 ‘I. 12,159 45.0 

RE drd'sd) “snteens $625,075 $622,595 I. $2.480 04 
PR Gas ss wesnvacs 449.871 487.184 D. 37.513 7.7 

Net earnings........ $175,204 $135,411 I 39,793 29.5 
Gross earn. per mile.. 8.994 8.958 LT. 3 0.4 
Net = ieee? 2,521 1.948 IL, 573 29.5 
Per cent. of exps...... 71.97 78.25 D 6.28 


Taxes, included in expenses, were $17,259.84 last year. 
There were used in renewals 100 tons steel rails, 100 tons 
iron rails and 33,293 new ties. 

The income account is as follows : 
Net earnings, as above................ 


neta nmol 175,204. 
Interest on bonds ... .. ae 


$48,000.00 







Rental Monadnock R. R . 10,250.63 
MOS 5 ascdcencaccnsoas 51,000.00 
——_—— 109,250.63 
I I io iki. diva. 0 ina kavddevncteaes $65,953.86 


This surplus was equivalent to 3.14 per cent. on the - 
ferred stock. ss ' “i 

The directors’ report says: ‘The general condition and 
character of the business of the road is unchanged. The 
rates on freight traffic remain low, especially the through 
traffic, which constitutes a large percentage of our business 
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and which does not yield an adequate return for so large an 
outlay. . 

“The local business, though large in volume, has not 
increased the earnings of tbe road, owing to low rates 
forced by competition. : : ; 

‘Our friendly relations with connecting roads still con- 
tinue. 

“The condition of the road is good. Both the road and 
rolling stock are in excellent repair, The whole line is now 
laid with steel rails. One additional mogul engine, for 
freight purposes, bas been ordered.” 


Chicago, Rock Island and Pacific. 
The following approximate statement for the year ending 


March 31 bas been published in advance of the completion 
of the full report : 





1882-835. 1881-822. Inc. or Dee. P. c. 

Earnings $12,189,902 $13,366,643 D. $1,076,741 8.1 
Expenses 7,109,816 7,322,862 D. 215,046 2.9 
Net earnings... $5,080,086 $5,943,781 D. $863,695 14.5 
Land receipts 560,000 650,000 D. 90,000 13.8 
Total. $5,610,086 $6,593,781 D. 953,695 14.5 
Fixed charges... 1,425,095 1,402,911 I. 22,184 16 


$4,214,591 $4.190,890 D.$975,879 18.8 
Taxes are included in expenses ; comparisons are made 
with the full report for the previous year. 
The surplus was equivalent to — per cent. on the stock ; 
dividends actually paid over 7 per cent, amounting to $2,- 
937,186. and leaving a balance of $1,277,805 as surplus. 





Surplus 





Pittsburgh, Fort Wayne & Chicago. 


At the annual meeting in Pittsburgh last week the follow- 
ing statements were presented of the operation of the road 
from Pittsburgh to Chicago, 468.3 miles, which is leased to 
the Pennsylvania Company. 

The earnings for the year ending Dec. 
follows : 


31, were as 


1882. . Inc. or Dec. P. e. 
Earnings......... .. $10,894,870 $10,741,490 I. $153,380 5 
EXXpOnses.....s00.+- 6.272.394 5,858,484 [413,910 








476 


“ Net earnings $4.6 $4,885,006 D. $260,530 
Giross earn. p. mile, 23.265 22.937 28 
Net x = 9.871 10,427 D. 556 


Per cent. of exps... 57.57 54.53 1. 3.04 ... 
The considerable increase in expenses resulted in a de- 
crease in net earnings, in spite of the small gross gain. 
The income account was as follows : 
$4,622.476.35 


ONE LAWFOHOE FORGE. 66 i0.0sci csc cceesece a S 62,202.84 
Total... 
Less Cleveland 
earnings 


$4,684,739.19 


SIG 275.55 


NG DRRINN 555 dtnsees nen: -eamkugeaeian. $4,.368,463.64 
Snterest O68 BONER. ..: cis cocisccee sevens $955,700 
Dividends on stocks, 7 per cent.......... 1,968,000 
errr 04,100 
Maintenance of organization, etc....... 19,000 


3,046,800.00 


Burplus, GRIN TO MAGGS, 55s scence cesese $1,321 663.64 

The lessee has punctually fulfilled all the requirements of 
the lease. 

The trustees of the sinking fund report that they held on 
Dee. 31, 1882, the sum of $354,088.86 in cash ; $1,337,500 
first-mortgage bonds and $1,587,500  second-mortgage 
bonds, They purchased during the year $101,500 first and 
$103,000 second-mortgage bonds, costing $285,345.61, being 
a premium of about 309', percent. The bonds now held by 
the sinking fund have cost an average of about 15 per cent. 
premium, 





Northern (New Hampshire). 


This company owns a line from Concord, N. H., north 
west to White River Junction, Vt., 69.5 miles, with a 
branch from Franklin, N. H., to Bristol, 13.5 miles. making 
83 miles in all. The report is for the year ending March 31. 

The equipment consists of 25 locomotives; 8 passenger, 6 
combination and 4 baggage ears; 412 long merchandise 
cars and 62 short merchandise cars; 16 gravel cars, 

The company owns also its proportion of the eyuipment 
used in through passenger service, consisting of 8 postal, 6 
baggage, 8 mail and smoking and 8 passenger cars. 

The general account is as follows: 


EN, . «ah iecursck ci rer eee munca $3,068,400.00 
RE PUNO So 61:5 5.00056 hana Rhecerscanonsdnansss chucks 97,000.00 
Contingent fund nuh Mak eg Wa eae einen ewe wexe 1,175,920.99 
Balance of income account...........0.-..esceeeeess 197.096.22 


9,182.76 






A op EE See Oakes $4,637 529.97 
ROO sas acencniwccabccantuaunscen $3,068,490.00 
RR er i ae nen 85, a1 
Improvement account....... ... 94, 60 
Northern R. R. Stock, 711 share: i 37,708.34 
Me MIVINIIE oie cco wlttnd acces sawed secs 1,076,079.50 
Concord & Claremont R R.... » 254,245.72 


Cash and Superintendent's account.... 21,022.50 

=<. =——_ — $4, 637,529.97 
The company has no bended debt, but is liable as endorser 

on $500,000 Concord & Claremont bonds, of which it owns 

$200,500. It also purchases the coupons ($6,500 yearly) on 

$100,000 Peterboro & Hillsboro bonds. The bills payable 

were reduced 880,000 during the year. 
The traffic for the year was as follows: 
Train miles: 









1882-83. 1883-82. Ine. or Dec. P. ec. 
Passenger. .. 192,860 195,088 D. 2,228 li 
oo ee 311.589 286,840 1. 8.6 
Other... ae 4.703 3.901 1. 2.1 
Total........ 2.0... 509,152 485.829 I. 48 
Passengers carried . . 179,815 189.872 D. 5.3 
Passenger-miles ...... 434 7,612,328 D. 111 
Tons freight carried. . -940 498,223 1. 44.717 8.9 
Ton miles -oeee. B3.828,361 20,775,862 1, 3,052,499 9.9 
Av. train load: ; ; 


Passengers, No 
Freight, tons 


Was aaa em 35 39° ~D.~ 

109 107 =I. 1.9 
Of the passenger-miles 60.7 per cent., and of the ton-miles 

94.1 per cent. were of business to and from other roads. Of 

the tons carried 75.5 per cent. were of south-bound freight. 
The earnings for the year were as follows : 


4 


» 





Mee 1882-83. 1881-82. Inc.orDoc. P.e 
SY Sea ere $379,539 $329.050 I. $50,480 154 
Passengers 178,167 73,824 I. 4,243 2.5 
Ries ecko nae kas 25,921 25.521 I. 400 «1.5 

Total... ...... ...... $583,627 $528,404 I. $55293 104 
MND 0.0. kc inkensdnce 416,077 405,675 I. 10,402 2.6 

Net earnings $122,729 I. $44,821 36.5 
arose earn, per mile 6,366 TL ~ ‘666 10.4 
Net “ 06 “ 1.478 ¥ 5 +m 
Per cent. of exps. .. ..... 76.97 b, 48 = 


During the year 264 


tons steel 
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were used in renewals. The track is now all of steel, and 
the maintenance and renewal expenses have decreased con- 
siderably, the road being kept in excellent condition. Three 
new bridges were built last year, a locomotive was bought, 
and a number of new tools put in the repair shops, all these 
being « harged to expenses. 
The income acount was as follows : 

Net earnings for the year..... 
Balance of interest account 


sana $167,550.47 
. §8,493.30 


a iciec eee $226,043.77 








$46,205.7 


Surplus for the year... 7 
150,820.45 


Surplus, March 31, 1882 


Balance of income, March 31, 1883. ... ........$197,026.22 

The undivided surplus was equal to over 114 per cent. 
additional on the stock. 

Under the provisions of a new contract with the Central 
Vermont this company paid its proportion of the cost of 
through passenger equipment, amounting to $12,261,65, 
and also built in its shops 50 box-cars for through business, 
at acost of $36,028,39. These amounts were charged to 
improvement account. Theimprovement account, bowever, 
was reduced 333,891.41 from income, leaving its total 
amount $94,308.60, as in the balance sheet. 

The contracts between this road and the lines south of 
Concord having expired, negotiations for new agreements 
are in progress. The report makes no other mention of the 
proposed consolidation, 

The suits of the Ogdensburg & Lake Champlain Co. to 
recover balances alleged to be due under the old contracts 
are still pending. The claims of the Vermont Central under 
the same contracts are under examination. 


Atlantic & Pacific. 





The road of this company when ccmpleted will extend 
from Seneca, on the western border of Missouri, to the 
Colorado River, on the boundary of California. It is now 
completed from Seneca to Tulsa, in the Indian Territory, 99 
miles, and in a week or two will be completed from Albu- 
querque, N. M., to the Colorado River, 575 miles. The re- 
port now presented includes the period from the reorganiza- 
tion of the company, Jan. 31, 1880, to Dec. 31, 1882. 

The general balance sheet is as follows: 


LIABILITIES, 
Stock: 
Western Division, common... 


. .831,750,000.00 
Central and Missouri divs., 8,360 


Was oc cdissseces 
preferred. 
Western Division, new subscriptions... . 
Central = i = 


11.400,000.00 
2,085.160.00 
) 





Total stock 
Funded debt 
Notes payable, 


Western Division.... 
Central ss ; 

Income, Western Division... , 
Unclaimed interest, wages, ete. ee 
Sundry liabilities on accounts, Central Div 





> 
408,46! 
942,101.26 


Total . . .$81,507,388,34 


ASSETS. 
Western Division 
Central Division. ieeceteeuten 
Central and Missouri divs........ 


Construction, Western Division.......... . .$23,201,406.56 
iy -.. 1,069.079.44 

.. 21,746,834.00 
$46,017,320.00 
20,437.80 
3,089.98 


Total construction tears 
Land Department, Western Div.... . 
Boston oftice : 





Cash... anes rere 710,237.77 
Interest, Western Div. 26,477.11 
Accounts, “ = 860.78 


. 21,750,000.00 
834,881 26 
aotonte 888.083.64 


Trustees under tri-partite agreement : i se isteie 
St. L. & San Francisco Co , Central and Mo. divs 
Income, Central and Missouri divs 


Total ; » Sud eAdanebanseed $81,507,388,34 

The bonded debt is made up as follows: $1,189,000 Cen- 
tral Division first-mortgage 6 per cent. bonds anid $405 
scrip, all exchangeable for new Central Division bonds: 
$796,000 Central Division 6 per cent. land-grant bonds and 
$629 scrip: $312,000 Central Division new 6 per cent. bonds 

(there ure also $1,190,000 of these held in trust to exchange 
for old bonds) ; 878,000 Central Division income 6 per cent. 
bonds; $13,128,000 Western Division 6 per cent. first-mort- 
gage bonds; 88,282,000 Western Division 6 per cent. in- 
come bonds. The authorized issue of new bonds is at the 
rate of $25,000 per mile in first-mortgage bonds and $18,750 
per mile in income bonds. 

The report says: ‘‘ The franchise and land grant of the 
company extend from the western boundary of Mis- 
sourl to the Pacific Ocean, with a branch from the western 
boundary of Arkansas to a connection with the main line in 
the valley of the Canadian River, in the Indian Territory. 
For convenience and other reasons the road has been divided 
into two divisions. That portion between the Western 
boundaries of Missouri and Arkansas and Albuquerque, 
New Mexico, was designated as the Central Division, and 
that portion between Albuquerque and the Pacific Ocean is 
known as the Western Division. 

“At the date of the reorganization the Coliipanhy was the 
oWner of this valuable franchise and land grant and 84 
miles of completed railroad of the Central Division from 
Seneca, Mo., to Vinita; Ind. Ter: Although the line had 
been definitely located no work of construction had been 
done itpon the Western Division. : 

‘The tripartite agreement of Jan. 31, 1880, provided for 
the immediate construction of the Western Division. 

‘**To provide the money necessary for this construction, 
early in 1880 a first mortgage, to secure an issue of bonds 
not exceeding $25,000 per mile, was placed upon the entire 
railroad, franchise and land grant of the Western Division; 
and an income mortgage, to secure an issue of income bonds, 
not exceeding $18,750 per inile, upon this Division, was also 
executed. Should the net earnings of the Western Division 
prove insufficient to meet the interest upon these first-mort- 
gage bonds, the St. Louis & San Francisco Railway Co. and 
the Atchison, Topeka & Santa Fe Railroad Co. have guaran- 
teed the same to the extent of 25 per cent. of their gross 
earnings upon all business interchanged by them respectively 
with the said Western Division. 

“In April, 1880, $10,000,000 of the first-mortgage bonds 
and $7,500,000 of the income bonds of this division were 
sold by subscription at par for the first-mortgage bonds, to 
parties holding rights under the agreement. _A second sub- 
scription of $15,000,000 firsts, and $11,250,000 incomes of 
the Western Division, was offered the same parties by cir- 
cular dated Jan. 20, 1882, and promptly subscribed in full; 
but before allotment, all subscriptions were reduced by the 
board of directors, Feb. 28, 1882, to 40 per cent. of the 
original amount—that is, to $6,00%,000 firsts, and $4,500,000 
incomes, in accordance with the right reserved by the terms 
of the subscription. 








* The proceeds of these two subscriptions have been used, 
'and are being used, to complete the Western Division from 
AJbuquerque to the west side of the Colorado River, a dis- 
tance of about 575 miles. ‘ 

‘* Should the net proceeds 9f these subscriptions prove to 














to be insufficient to complete the road, and pay the interest 
upon the first-mortgage bonds during construction, arrange- 
ments have been made with the Atchison, Topeka & Santa 
Fe Railroad Co. and the St. Louis & San Francisco Railway 
Co., which own nearly all the capital stock of this company, 
to advance any deficit, share and share alike, in the form of 
a loan, to be repaid hereafter. 

‘““The work of construction on this division was com- 
menced at Albuquerque. N. M., in May, 1880; track-laying 
was begun in July of the same year, and, with the excep- 
tion of six months’ delay in the first half of 1882, caused by 
the impossibility of getting material across Canon Diablo, 
in advance of the completion of the iron bridge at that 
point, has continued without interruption up to this date. 

‘**The progress made can best be shown by the mileage of 
completed road at theend of each year, as follows: Dec. 
31, 1880, 78 miles; Dec. 31, 1881, 298 miles; Dec. 31, 
1882, 440 miles. At the close of the year 1882, the grad- 
ing of the line from the end of the track to the Colorado 
River was nearly finished and ready for the rails. All the 
cross-ties and nearly al] the rails bad then been delivered 
upon the line, and it is now confidently expected that this 
division will be finished to a connection with the Southern 
Pacific Railroad, near the Needles, in May, 1883. The road, 
as far as completed, is first-class ii character, the track be- 
ing laid with heavy steel rails and over iron bridges. The 
iron viaduct at Cation Diablo, 520 ft. long and 265 ft. bigh, 
was built at a cost of over $250,0C0. Suitable machine 
shops, car-houses, engine-houses, section-houses, water sta- 
tions, station buildings and telegraph line have been con- 
structed as the road progressed. 

“The distribution of construction account, as shown in 
the balance sheet is given herewith. 

‘* The heavy item of maintenance of way is largely the re- 
sult of the damage done to the newly completed road by the 
floods of July and August, 1881, which destroyed miles of 
embankment and delayed progress for six weeks. These 
repairs, together with the rip-rap work done during the year 
1882 to prevent a recurrence of similar washouts, were all 
charged directly to this account, and cost the company over 
$500,000. ; 


No thle pe pe ROOT ORE POLE ORT LT 
Equipment... ............ Pantaeyow haters 
Construction and equipment.............. .... .... 
Repairs motive power and machinery 

Repairs rolling stock.... ...... .... 
Maintenance of way ........... 
Conducting transportation 
Fuel and stores on hand 
Miscellaneous....... .. 


veveeees++.$11,705,562.19 
eee 1,218,224.03 
59,630.29 
86,963.30 
74,406.08 
618,520.18 
28,830.10 
209,408.73 
41,813.10 





ea miiny teeing W, <. Lee $14,131,358.00 





Total 


‘The amount of the equipment delivered and paid for 
is as follows: 42 locomotives; 10 passenger and 4 baggage 
cars: 249 box, 900 flat, 125 coal, and 9 caboose cars; 1 
officer’s car, 1 pay car, 1 pile-driver and 143 hand cars, 

“At the date of this report, 400 miles of the Western Di- 
vision in New Mexico and Arizona have been accepted by 
the commissioners appointed by the President of the United 
States; and the Secretary of the Interior has ordered the 
patents issued for the lands earned thereby, amounting to 
10,240,000 acres. Patents for a part of these lands have 
already been issued and delivered to this company. The 
Land Department of the company has been engaged the 
past two years in carefully examining the lands acquired, 
and in preparing maps, plats, and records of these exami- 
nations, preparatory to offering the lands for sale the com- 
ing Vear. 

“Within the limits of the land grant already earned are 
large areas of valuable timber and coal lands. 

“The road in the vicinity of the San Francisco Mouti- 
tains for a distance of 60 miles passes through a heavy forest 
of pine. During the past year Messrs. Ayer & Co., of Chi- 
cago, have erected at Flagstaff Station a large and complete 
mill, costing over $125,000, with a daily capacity of 100,000 
feet of common lumber, and furnished with the heeessary 
machinery for the manufacture of shingles, lath, sash, doors, 
blinds, ete., ete., for which this timber is well adapted. 
This mill is now in successful operation, and will doubtless 
soon be followed by other private enterprises of a similar 
kind, 

“This titiiber not only enhances the value of the com- 
pany’s lands, but the shipments of the manufactured lumber 
will add largely to the fature traffic of the road. 

‘** Coal has been discovered in practically unlimited quan- 
tities near the Continental Divide, about 150 miles west of 
Albuquerque. The immediate result of the development of 
these mines has been to reduce the cost of fuel necessary to 
operate the road, from $9 per ton to $2.90 per ton, with a 
prospect of a still further reduction at an early day by the 
laying of branch tracks direct to the mines, a distance of 
from one to five miles, thus avoiding the expense of wagon 
transportation from the mires to the railroad as at present. 

‘“‘ The shipment of coal from these mmes to the mineral 
regions west of them should prove a source of considerable 
revenue to the company in the near future. 

‘‘ Final surveys were commenced for the extension of the 
Central Division west of Vinita, Ind. Ter., in November, 
1881. Grading westwardly from Vinita was begun in 
January, 1882; the track completed to Tulsa, on the 
Arkansas River, 99 miles west of Seneca, Mo., in Septem- 
ber, 1882 ; and 85 miles of the road west of Seneca haye 
been accepted by the government. 

‘Of the cost, the sum of $600,000 was provided by the 
subscription at par, Jan. 20, 1882, to the first-mortgage 
bonds of this division: and the balance has been temporarily 
advanced from funds of the Western Division. 

** The Central Division is at present operated by the St. 
Louis & San Francisco Railway Co., which furnishes the 
necessary equipment. 

‘*It is the intention of the company to proceed with the 
construction of this division, westward from Tulsa, during 
883. 

“ At the date of the reorganization there were outstanding 
$1,189,500 first-mortgage bonds of this division. 

‘*The financial plan of Jan. 9, 1882, provides for a new 
mortgage upon the entire property of the Central Division. 
The issue of bonds is limited to not exceeding $25,000 per 
mile of road. Interest upon these bonds is guaranteed by a 
traffic contract with the St. Louis & San Francisco Railroad 
Co. and the Atchison, Topeka & Santa Fe Railroad Co., 
similar in its nature to that relating to the Western 
Division first-mortgage bonds.” 

The financial plan above named provides for an issue of 
$3,000,G00 of these new bonds, to be used as follows: First, 
to retire the outstanding issue of old bonds by exchange or 
purchase; second, to provide means for the construction of 
the division from Vinita westward. Ninety-nine miles of 
this division having been completed, the company is entitled 
to issue $2,475,000 of these bonds; $1,190,000 have been 
deposited with the Central Trust Co. of New York, trustee 
under the mortgage, to provide for the old bonds outstand- 
ing, either by exchange or purchase; $312,000 have been 
issued under the subscription of Jan. 20, 1882: $288,000 are 
ready for delivery under the subscription, and $685,000 re- 
main in the hands of the Treasurer, the proceeds of which 
will be used to repay the amount advanced by the Western 
Division. 








